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Business Is Always Good for the Fellow 7. 


One way you can make your business good __ transit, awaiting the psychological moment 
is by improving your marketing and distri- for rushing it into the market where prices 
bution—by finding a way around factors become most favorable. Central location, 
beyond your control. You cannot change modern facilities for every kind of handling, 
the growing trend of purchasing in smaller all types of storage, no charge for switching 
lots. You cannot convert the current buy- —these, plus a thoroughly trained and alert 
er’s market into a seller’s market. You terminal organization, are all at your dis- 
cannot alone stimulate general demand. posal here. Use them. 

But you can adjust your marketing set-up Terminal Warehouses of St. Joseph, Inc., 
to these unalterable conditions. How? By warehouse receipts are negotiable, and 
adopting the method of storage in transit. bankers accept them as collateral. 

Consider, then, this strategically situated Write for full particulars regarding our 
terminal for holding your commodity in facilities and service. i 


TERMINAL WAREHOUSES OF ST. JOSEPH, INC. | 
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TO YOUR 
REQUIREMENTS 


THE TYPE OF CARS YOU 
WANT... AT THE TIME, 
AT THE PLACE, AND FOR 
THE PERIOD YOU WANT 
THEM... EVERY ELEMENT 
OF CAR SERVICE PAT- 
TERNED, THROUGH OUR 
NATION-WIDE FACILITIES, 
TO SUIT YOUR INDIVIDUAL 
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Such a service is flexible, meeting 
your present needs and changing to 
fit future needs. May we tell you 
more about it. 


A North 


American 
Car Lease 


Is Sound 


Business 


Economy 


NORTH AMERICAN 
CAR CORPORATION 


N. L. Howard, President 


Dept. 3, 327 South La Salle St., Chicago 




















INE times out of ten when 

someone says to you— Here’s 
how - - ”, he is not telling you any- 
thing new. 

But when a Norfolk and Western 
representative says to you “here's 
how - - our railway service between 
the Virginia seacoast and the Mid- 
west has been developed to the 
point of ‘Precision Transportation’ ”, 
he is telling you something well 
worth your time. 

One reason is the “Efficiency 
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NORFOLK AND WESTERN RAILWAY | 


giopeestotes 


Club” practice on the Norfolk and 
Western System. At these monthly 
meetings a thousand and one details 
of service, of which the public knows 
little, are discussed and subsequently 
improved. During 1931 there were 
194 of these meetings at 23 stations 
and the total attendance was 28,659. 
Any Norfolk and Western repre- 
sentative will be glad to tell you, 
in a dozen different ways, the 
“here’s how” of “Precision Trans- 
portation.” 


PRECISION TRANSPORTATION 


ROANOKE 


VIRGINIA 


Vol. XLIX, No 


The October, 1931, meeting of the 
N. & W. Roanoke Efficiency Club 
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Our Pla tform tions, to be sure, cannot, of itself, enact the legislation to 

justify its cuts in appropriations, but the point is that 

A permanent transportation ““s: supported by there is no coordination in the Senate work—no business 

ll interested -_ sound policies, or the purpose OF order such as would be expected in administration of 

tting forth facts without bias. , a ; 

Take the government out of business. This applies private affairs and such as ought to be expected and 

» ocean and inland waterway transportation as well as insisted on in the administration of government affairs. 

» other business. On the face of things, the Senate committee is laudably 

Keep politics out of rate-making. striving for economy; in reality, it is attempting woe- 
A scientific determination by competent and un- fully to mismanage 
jased investigation as to whether commercial motor ' pani : 

Of course, the recapture law ought to be repealed 



















. ehicles are paying their fair share of the cost of high- 
b yays used by them in their business, and a uniform ap- and, if it were repealed, it may be that the proposed cut 
lication of the principles thus arrived at. in the appropriation for accounting would be justified. 
Equalization of regulation of the various agencies |; may be also that the law requiring the Commission to 
f transport. . make a valuation of railroad property ought to be re- 
Non-discriminatory and reasonable railroad rates for page mg é 
hippers, but a rate level high enough to give the rail- pealed and it is true that, if it were repealed, the Com- 
oads as a whole the adequate revenue prescribed by mission would need no money for valuation work. But 
ound public policy. why the cart before the horse? Why by law require the 
A traffic department, in charge of a capable trafic (ommission to do certain work and then give it no funds 
So at seinen aa eels ty Geen — to enable it to carry out the law? The Commission, how- 
en that they must equip themselves to give the sort of ¢V¢": need give itself little worry over this particular sit- 
rvice that will justify employing them. uation, in our opinion. If the cuts stand, it can only 
Te ee ee Te ee a Se en reduce its force and its work to the number and amount 
permitted by the appropriations and then frankly tell 
SENATE ANTICS AND ECONOMY Congress why its orders with respect to valuation and 
T seems that our senators in Washington, even when recapture accounting have not been carried out. 
inspired by desire to accomplish something proper, are There was a hint of good sense, however, in part of 
iwapable of wise and well-considered action. Witness the the colloquy relating to reduced appropriations when 
erformance of the Senate committee on appropriations representatives of the Commission were appearing before 
1 cutting the Commission appropriations for the bureau the Senate committee and reference was made to such 
f accounts and for valuation work. The committee investigations as the Hoch-Smith inquiry and the result- 
ecommends $883,560 for the bureau of accounts as ing expense. “Is it not true that you do things a little 
Meeainst $1,504,420—the appropriation for last year—hay- thoroughly?” asked Senator Bingham. And, again, when 
mg restored $500,000 of the $1,000,000 cut off by the Commissioner Porter, in justifying the Commission’s 
: Touse, but still leaving the bureau crippled. For valua- course, remarked that the Hoch-Smith grain investiga- 
. ion work it would provide $750,000 as against $3,554,368 tion involved every bushel of grain from the Mississippi 
“ist year, even cutting $2,000,000 from the House bill. to the Pacific and from Canada to the Gulf, the same 
> & These cuts are made on the theory that the valuation senator asked: “Did you have to count them all?” 
: ‘ork can be dispensed with and that the work of the This is a point to which we have frequently made 


pureau of accounts would be considerably reduced by reference. We did so no longer ago than last week, in 
hactnent of the proposed legislation repealing the law discussing the many hearings the Illinois commission has 
or recapture of excess earnings. Yet the recapture repeal held on certain applications of truck operators for cer- 
2 egislation has not been enacted and the valuation law is _ tificates of convenience and necessity. We said at that 
ll was the statute books. In other words, the Senate time, as we have said before, that, in addition to cutting 
ommittee, by refusing to grant the necessary funds, salaries and dispensing with useless bureaus, something 
vould prevent the Commission from doing the work the ought to be done to compel even necessary bureaus and 
iw requires it to do. The Senate committee on appropria- commissions to expedite matters before them and deal 
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with public affairs in a business-like manner. The length 
to which the Commission goes in hearings even of com- 
paratively unimportant matters is, to us, laughable; that 
is, it would be so if it were not so serious. What the law 
contemplates is that the Commission should hear all sides 
and thoroughly inform itself before reaching a decision. 
It need not, in conducting “adequate” hearings, hold them 
all over the country and listen to everybody who wants 
to talk, regardless of whether what he says has any bear- 
ing on the subject, what his motive is in saying it, or 
whether it is a ‘repetition of what has already been put 
into the record. The Commission is too fearful that some- 
one will say he has not had opportunity to be heard. It 
would save money for the public treasury, the time of 
the commissioners and their examiners, and the time and 
money of litigants on both sides of every controversy, if 
the Commission would conduct its inquiries in a more 
sensible and business-like way. If it did so it would not 
need as many employes as it has and it could give more 
time and better consideration to matters of large impor- 
tance. The Hoch-Smith inquiries have been a joke every- 
where among men acquainted with the situation. There 
was even at one time playfully formed a social organiza- 
tion of Hoch-Smith participants. We do not know 
whether it still exists, but we wish it had made more 
noise. Nothing is so effective as poking fun at foolish 
proceedings. 

Of course, the proposed cuts are not yet effective and 
may not become so, but, even if they prevail, conditions 
will not be so difficult in the Commission as they might 
seem. The Commission, as we have said, will simply not 
do the work for which funds are not provided—recapture 
accounting and valuation; in addition, it can reform its 
own procedure so as to get along with fewer or, at least, 
shorter investigations. The demand for economy in public 
affairs is urgent and justified. The Commission, to be 
sure, is a hard-working, able, and conscientious body and 
cannot be charged with holding a sinecure at large pay. 
But, for all that, it can economize in many ways—such as 
we have pointed out, if in no others. Verily, “there are 
two ways of doing things,” as Senator Bingham says. 

Whoever is hurt or displeased, it is a fact that the 
government, as a whole, must reduce its expenditures and 
the Commission can not hope to escape bearing some part 
of the reduction. In all friendliness, it seems to us that 
the thing for the Commission to do in this situation, 
rather than to attempt to justify everything it does, is 
to go through its organization from top to bottom with a 
view to eliminating or substantially curtailing those ac- 
tivities that may be so treated, and then appeal to Con- 
gress on that basis. There is no question but that, in the 
days when money was plentiful, the activities of the Com- 
mission were expanded and there was no objection to 
Congress appropriating money to carry them on. Now the 
country is confronted with an entirely different condition. 
The eleven commissioners, sitting as a board of man- 
agers, should face the situation as it is and act accord- 
ingly. They should get themselves in such frame of 
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mind that they may deal with the problem impartially aqj 
not as advocates of continuation of everything that th 
Commission has been doing in the way it has been doy. 

It is true, as brought out in the hearings before ti 
Senate committee, that Congress has imposed many duti« 
on the Commission. Reference has already been made t, 
the vast amount of work done. under the Hoch-Smit, 
rate revision resolution. This resolution has been thy 
‘ause of great expense to the Commission, to the ship 
pers, and to the railroads. Aside from the expense, it ha 
created a great deal of havoc in the field of rate regu, 
tion. It should never have been adopted by Congress y 
approved by the President. It should have been oppose 
as vehemently as possible by the Commission as the exper 
rate-making body set up by Congress. This is not “hind 
sight” on our part, for we strongly opposed this resolp. 
tion when it was being considered in Congress. Herp 
was a major proposal, the ramifications of which wer 
apparent at the outset to those who gave any real though; 
to it, that would have warranted the Commission taking 
the position flatly that it should not be adopted. Surren 
dering to the expediency of the moment is one of the 
things that have brought about the conditions that exis 
today. Congress is largely to blame for its attitude to. 
ward the Commission in enacting unwise laws and adopt. 
ing resolutions that take a great deal of the time of the 
Commission’s staff, but blame also attaches to the Con. 
mission. It will have to learn to “speak up” more effec. 
tively to its master. It is ridiculous to believe that the 
Commission could not take a sound position, in opposi 
tion to a proposal obviously unsound, and bring to its 
aid a substantial volume of support that would have its 
effect on Congress. , 


When Congress does require the Commission to per | 


form a specific task, as it did under the Hoch-Smith reso. 
lution, the Commission can properly discharge its duty 
without hearing from everybody in the country as long 
as anyone wants to be heard. The Commission has used 
too much time not only in its Hoch-Smith investigations, 
but in its rate advance inquiry in Ex Parte 103 last sum 
mer and fall, and in other matters. 

Anyone who knows anything about the processes in 
Congress and in the many federal commissions knows 
there is great waste of time and money in the investiga- 
tions and hearings. The government printing office costs 
the public hundreds of thousands of dollars annually, 


yet into the Congressional Record and the printed hear ; 


ings of the congressional committees go thousands of 
pages of material that could well be left out. Witnesses 
before committees submit long statements and statistical 
exhibits for publication in the reports of hearings. They 
are sometimes interesting, but, in many cases, are not 
essential. The attitude seems to be that it is not desired 
to hurt anyone’s feelings by ruling such matter out. But 
the time comes, as it has now come, when something more 
than feelings are hurt and many suffer because the mal 
agers have not been as watchful as they should have beet. 
Governmental processes may become too elaborate. 
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There is food for thought in Commissioner Lewis’s 
attempted justification of the valuation work on the 
theory that Congress may wish, at some time not far 
distant, to know what the railroad properties are worth, 
the hint being that the government may wish to take over 
the railroads. The committee did not seem much im- 
pressed with the idea and, even if the hint has foundation, 
it may not furnish a good reason for prosecuting so ex- 
pensive a work on the mere possibility that its result may 
be needed. It is interesting to note, in passing, that the 
original reason for finding a valuation—namely, to have 
a basis for making rates—has been forgotten and has 
given place to the argument that, if the government 
desires to take over the railroads, it will wish to know 
what they are worth, and that now is not a good time, 
therefore, to throw into the discard all the work that has 
been done toward this end. Commissioner Lewis may be 
unduly alarmed—if “alarmed” is the word—but he is a 
close observer and has good opportunity for observation. 
Whether or not his hint justifies a continuation of valua- 
tion, we think it well worth considering. It certainly 
seems to us that there is a steady trend of events and 
policies leading toward government operation, unless we 
take warning and change our course. 


APPROPRIATION FOR I. C. C. 
The Trafic World Washington Bureau 


Facing a cut of more than $4,000,000 in their annual appro- 
priation, members and employes of the Commission were liter- 
ally dumbfounded at the action of the Senate committee on 
appropriations in reporting to the Senate the independent offices 
appropriation bill carrying $5,348,560 for the Commission for the 
next fiscal year as against $9,412,473 appropriated for the cur- 
rent year. 

Hundreds of employes of the Commission will have to be 
dismissed if the recommendation of the Senate committee is 
made law, inasmuch as the great bulk of the money made 
available for the Commission is paid out in salaries. A reduc- 
tion in compensation .of Commission employes, brought about 
either by a straight percentage cut or by the furlough plan, 
will permit the Commission to salvage some of the personnel 
that otherwise will be affected if the appropriation is cut to 
$5,348,560. The Commission has 2,375 employes. 

Hope was expressed that the Senate would increase to some 
extent the amount recommended by the committee. 

The following shows the current appropriation and the 
appropriation recommended by the Senate committee for the 
various divisions of the Commission: 


Fiscal Year Fiscal Year 
1932 1933 


: a Ae, ONO. siesta eosweewawudeus ead 3,090,900 $2,600,000 
Regulating commerce (Bureau of Accounts) 1,504,420 883,560 
SMEORS GF GMO NOR 55:50 de.acsisclecsbescaows 34,660 500,000 
Signal safety systems...........ccsseccsecs 48,260 40,000 
Locomotive inspection................+00--- 504,865 400,000 
Valuation ..... adieaielsins Sod aisincis a siee tine see 3,554,368 750,000 
Printing and binditig. <i... <..<.o0.scess 175,000 175,000 

MOE Scope cohen ean eae aaa eee $9,412,473 $5,348,560 


The House provided $7,228,179 for the Commission, That 
was a reduction of $2,184,294 below the current appropriation. 
The House bill carried only $383,560 for regulating commerce 
or the Bureau of Accounts of the Commission, the House com- 
mittee having lopped off $1,000,000 from that item on the theory 
that recapture of excess earnings was going to be repealed 
and therefore the Bureau of Accounts, which has been giving 
a great deal of time to recapture work, would not need nearly 
sO much money as it had. The Senate committee, as the result 
of appeals made to it, restored $500,000 of the $1,000,000 cut 
off by the House from the Bureau of Accounts. For valuation, 
however, the Senate committee lopped off a cool $2,000,000, 
the House bill having provided $2,750,000. 


Appeals for Money 


. It Cannot be said that the Senate committee acted without 
ae what it was doing because strong appeals were made 
o the committee in its hearings, the report of which has just 
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been made public, by Chairman Porter, of the Commission; 
Commissioners Eastman, Lewis and McManamy; Representative 
Crosser, of Ohio, a member of the House committee on inter- 
state and foreign commerce; and Luther M. Walter and R. C. 
Fulbright, representing the National Industrial Traffic League. 
These witnesses explained in detail various phases of work of 
the Commission which they emphasized Congress had required 
and asserted that if Congress wished the work done, it would 
have to provide the money therefor. The net result of these 
appeals was that the Senate committee took a little pity on the 
Bureau of Accounts and gave it $883,560 instead of only $383,560 
but refused to give it the additional $1,000,000 asked for, but 
hit the valuation bureau hard with a cut of $2,000,000 below 
the House item and $2,804,368 below the current appropriation. 

The Bureau of Valuation has about 950 employes and the 
Bureau of Accounts has about 325 employes. The reductions 
proposed for these bureaus, if made effective, will require dis- 
missal of a majority of the valuation employes, and a substan- 
tial part of the employes of the Bureau of Accounts. 

It was pointed out in the hearings before the Senate com- 
mittee that it was not at all certain that Congress would repeal 
section 15a of the interstate commerce act, including the re- 
capture provisions, and it was asserted on behalf of the Com- 
mission that even if that law were repealed, the regular work 
of the Bureau of Accounts in making various checks on the 
carriers would be seriously interfered with if a substantial re- 
duction in the appropriation for it were made. 


Shipper Spokesmen 


Mr. Walter and Mr. Fulbright appealed to the committee 
from the standpoint of the interest of the shipper in the Com- 
mission having sufficient money to do its work properly and 
promptly. They spoke particularly for restoration of the $1,000,- 
000 for the Bureau of Accounts, as did Commissioner Eastman, 
who went into a lengthy explanation of the work done by that 
bureau and of its importance in the eyes of the Commission. 
Commissioner Lewis explained the valuation work and dwelt 
on the importance of having that work kept up. Commissioner 
McManamy went over various phases of the Commission’s 
work. Chairman Porter made a general statement in support 
of the work and asserted: 

“Of course, we can not do this work that Congress in its 
wisdom has seen fit to impose upon us unless we have the 
money with which to do it.” 

The budget estimate for the Commission for the fiscal year 
1933 was $8,761,410 as compared with the current appropriation 
of $9,412,473. Members of the Commission said it had not op- 
posed the budget cut. 

Grappling with Monster 


Reading between the lines of the hearing before the Senate 
committee on the Commission appropriation one might reach 
the conclusion that the members of the committee were trying 
to grapple with the monster of governmental bureau work and 
cut off at least an ear or its tail. The members seemed to be 
rather impatient of long explanations as to why this or that 
was being done by the Commission. They wanted to know 
chiefly what might be dispensed with so that they might make 
a cut and tell the people about it back home—the people de- 
manding substantial reductions in federal expenditures, — 

Senator Bingham, of Connecticut, referring to the recap- 
ture work of the Commission, said if the Commission did not 
have the money for the work it could not do the work. He 
said the work had been very expensive and had not accom- 
plished nearly as much as people thought it would and appar- 
ently included valuation in his comment. The senator also 
called attention to the fact that the appropriation for the Com- 
mission in 1924 was $4,903,000, while in the House bill that 
amount had grown to $7,228,000. 

“That shows you the way in which bureaus grow when 
they get a chance and see interesting things to do,” said he. 

The commissioners told the committee of the Hoch-Smith 
resolution and the six-hour day investigation, required of the 
Commission by Congress without an appropriation therefor. 

When Chairman Porter drew a picture of the widespread 
extent of the Hoch-Smith inquiries, Senator Bingham asked: 

“Is it not true that you do things a little thoroughly?” 

Attacks made by Merle Thorpe, editor of the Chamber of 
Commerce’s Nation’s Business, on the long hearings held by 
the Commission in the Hoch-Smith grain case and the huge 
record therein, were referred to by Senator Bingham. 

“Tf we had not wanted all that evidence and all that mate- 
rial, why in the name of Heaven did we order it?” asked Senator 
Copeland, of New York. 

“There are two ways of doing things, senator,” said Senator 
Bingham. “You realize that when you are ordered to investi- 
gate.” 

Counting Bushels of Grain 

Chairman Porter interjected with a reminder that the grain 

investigation “involved every bushel of grain from the Missis- 
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sippi River to the Pacific Ocean, and from Canada to the Gulf.” 

“Did you have to count them all?” asked Senator Bingham. 

“Pretty nearly, in this case, senator,” replied Chairman 
Porter, who then went into some detail as to the extent of the 
proceeding. 

Senator Jones, of Washington, chairman of the subcommit- 
tee that held the hearing, remarked that valuation of the rail- 
roads was provided for soon after he entered the Senate (1913) 
and “it was intended to be closed in a very short while; but 
I understand it is still going on.” 

Chairman Porter said he had endeavored to show that the 
Commission was not doing a thing except at the express com- 
mand of Congress. 

“And if Congress does not want it done, it is up to Congress 
to stop it?’ asked Chairman Jones. 

“Absolutely,” replied Chairman Porter. “I have sought to 
make the point to the committee that I think everything we are 
doing, frankly, can be justified. I hope I shall not be accused, 
as seems to be popular at this time, of being a bureaucrat, or 
anything like that. I think everything we are doing can be 
justified.” 

Chairman Porter discussed at some length criticism of 
the Commission and referred to his recent address on that 
subject at Chicago. 

Perhaps the origin for the cut of $2,000,000 in the valuation 
item, as compared with the House bill, was in remarks of 
Senator Bingham, who asked why the appropriation for the 
valuation work could not be reduced “a couple of million.” 

“Would it not be a good plan to stop this work of valuation 
of property until values get somewhat settled, and then, if 
necessary, we could begin all over again?” he asked. 


Government Operation Possibility 


In his defense of the valuation work of the Commission, 
Commissioner Lewis said he was against government ownership 
= operation of the railroads “just to make my mental attitude 
clear.” 

“But we do not know what is ahead of us,” he continued. 
“Here we are making large loans to the railroads, and various 
other things are occurring; I do not know when you gentlemen 
on the hill here will want to know what the value of these 
properties are, either for some participation in their operation 
or for something else. I do not know. But I think that now 
would be one time when we certainly would want to keep up our 
valuation work.” 

“You consider, in that eventuality, calamitous as it may 
be, that valuation would be an important matter?” asked Senator 
Copeland. 

“It necessarily would be, because you would have to deal 
then either as operator or purchaser with the people who own 
these properties,’ replied Commissioner Lewis. 

The committee, reducing the valuation appropriation by 
$2,800,000, apparently did not regard as imminent the govern- 
ment taking over the railroads. 


Congress Passes Anything 


Another sidelight on the relation of Congress to the govern- 
ment departments was obtained when the congressional six-hour- 
day resolution was being discussed, Commissioner Eastman hav- 
ing emphasized that it was passed without a dissenting vote, 
he thought. ; 

“I would not take so much stock in the fact that we passed 
it, we will pass anything here, but, I do believe there is a popu- 
lar demand for knowledge on that subject, both from labor, and 
from employers, and from the public,” said Senator Copeland. 

Discussing the Missouri Pacific loan case, Commissioner 
Eastman told the committee that had not the Reconstruction 
Finance Corporation passed the resolution approving the loan 
for payment of loans to banks, the Commission would not have 
approved the loan for that purpose. He said the other three 
members of division 4, he being a member of that division, 
which handled the case, “agreed reluctantly” because the Recon- 
struction Finance Corporation had adopted the resolution. He 
disagreed with the “reluctant” members. 

“Would your Commission have given its approval except 
for the letter from the Reconstruction Finance Corporation?” 
asked Senator Copeland. 

“Not so far as the part of the loan to repay the bankers 
was concerned,” said Mr. Eastman. 

Speaking of the cut by the House of $1,000,000 in the appro- 
priation for the Bureau of Accounts Mr. Eastman said that cut 
“will, in our opinion, slaughter one of our most important de- 
partments. We do not regard it as a reduction of an appropria- 
tion, but as an amputation of the appropriation.” He said if the 
reduction went through many of the bureau’s skilled men “are 
going to be put out in the street at a time when it is impossible 
to secure work. We do not offer this as a reason against the 
cut. If there is no important work they can do, they should not 
be retained. We do not, I say, offer that as a reason, but it is 
a very serious matter so far as these men are concerned.” 
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Chairman Porter and Commissioner Lewis called op p, 
dent Hoover June 13. They declined to discuss the purpo, 
their visit. There was speculation that they had taken yp 
the President the reduction in the appropriation for the Cod 
mission made by the Senate appropriations committee. 

Employes of the valuation bureau of the Commissig, , 
pealed this week to Senator Tydings, of Maryland, to resty 
the $2,750,000 for valuation work as carried in the House 
Senator Tydings said he had received numerous petitions fy, 
employes of the Commission and that the following, whic) ,, 
published in the Congressional record, was typical: 
















































Reference is made to page 29, line 5, of the independent 4, 
appropriation bill, wherein the appropriation of $2,750,000 for carry 
on the work of the valuation of common carriers was stricken by 4 
Senate appropriations committee and in lieu thereof a sum of $754 
was substituted for the completion of the work. 7 

This work is very necessary in that it provides a base from yj 
all passenger and freight rates are reckoned. It is a base fo, 4 
issuance of securities against the property, and provides informats 
for tax purposes. ; 

The following voters of the state of Maryland who are empl, 
on this work respectfully solicit your assistance to the end that ¥ 
House figure of $2,750,000 be restored by an amendment from the fi 
of the Senate, or in the conference committee of the two House j 
Congress, in order that they may not be forced out of employme 

It is estimated that if the appropriation as reported by the Sey; 
appropriations committee as of June 10, 1932, becomes final 4 
result will be that not less than 750 employes out of a total of¥ 
will be dismissed from the service on July 1, 1932, with less than ty 
weeks’ notice. 


The names of the employes who signed the letter were yy 
made public by the senator. 


Walter and Fulbright Again 


The record of the hearings before the Senate appropriati 
committee shows that Mr. Walter and Mr. Fulbright reappear 
before the committee after their original appearance. 

Mr. Walter urged the committee to restore the $1,383% 
for the Bureau of Accounts as provided in the Budget. 

“Since I appeared here before,” said he, “we have talkej 
over the matter of concessions made to one shipper over thoy 
made to another, and other advantages that the carriers, 1 
their effort to get business for their connections, are makiy 
concessions to one that they do not make to another, and w 
have no way in the world to have that reached unless the Cop 
mission can, with its accountants, make the remedy. But, tl 
one thought we want to give you is, if you are going to mak 
a cut below the Budget for the Commission, do not take it w 
of the accounts.” 

“Where would you take it?” asked Chairman Jones. 

“Out of everything,” replied Mr. Walter. ‘In other word 
prorate the savings you want to make over each appropriatin 
somewhat in the manner that you did in the last appropriatiu 
bill. In that way you will not take away the important Wot 
in the accounting division. . We would like very much ff 
you to go through and take the 10 per cent from all of tk 
items of the bill and not take it all out of these items.” 

“What does the Commission think about it?” asked th 
chairman. 

Mr. Walter said he could not tell the committee that. 

“You are not here at the instance of the Commission’ 
asked the chairman. 


“No; I am not,” replied Mr. Walter. “I am here at the it 


stance of our people, who are the shipping interests of tl qT 
country. I do sometimes represent some railroads before tl f 
Commission, but my clients, by and large, are shippers.” oF 
Mr. Fulbright also made another appeal on behalf of ame 
increase in the proposed appropriation for the Bureau of At . 
counts. He said he had discussed the question of repeal ! vs 


section 15a with Chairman Couzens, of the Senate interslalt 
commerce committee, and that he said it was impossible fw , 
the committee to consider that at this session. At that tm Dp 


the House committee had not reported the bill repealing recap - 
ture. Mr. Fulbright developed the point that the House bit - 
cut $1,000,000 from the Bureau of Accounts on the theory thi = 
recapture was going to be repealed. He also urged the col < 
mittee, if it was going to cut, to prorate it and not take tl = 
whole of it out of one item. th 

Commissioner Lewis told the committee that the Budgé = 
had made a cut of 9 per cent in the valuation appropriation al! - 
that the House had cut it further to $2,750,000, making a “ tt 


of 22.6 per cent. He said he did not believe a further cut shoulgy 





be made. He said if recapture were not repealed, a cul 0 - 
$483,000 should be restored. He said if the appropriation ° 

$2,750,000 contained in the bill as passed by the House Pt - 

vailed, 143 valuation employes would have to be discharg¢ tl 

Saneanmcgagiaaaas g 

MONEY FOR MEDIATION BOARD U 

The Senate committee on appropriations has reported the “ 


independent offices appropriation bill carrying $116,000 for the 
Board of Mediation for the next fiscal year as compared W! 
$152,135 approved by the House. 
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Here is what Francis J. Dowd, 
transportation manager of the Asso- 
ciated Industries of Massachusetts, 
thought when he read about sena- 
tors lying in unmarked graves: 


T Carryiy 
cen by ty 
Of $7iiig 


would Be an Irishman 
ho Would Make a 
Point Like This 


@ for ty 
iformatig One of the delights of our language 
s that it so frequently gives birth to such a gem of_ unconscious 
umor as_this = on one of your articles in The Traffic World 
11 (p. 1 : 

F ogenators Buried by Charity in Unmarked Graves.’’ 

When I read this heading, the first thought that occurred to 
e was that it was considered an act of charity to bury sentors 


unmarked graves. 





Anatomists may be able to look at 
the inwards of kings dead thousands of 
years and say what diseases carried them 
off, but, unless they have made great 
progress since Gray wrote his celebrated 
text book, they can’t tell why there are 
brains that impel men to support uplift, if not plain Pecksniffian, 
publications of wide reputation as journals of opinion and few 
acts. 

The anatomists can’t even tell by looking at a brain whether 
his one was used by the supporter of publications of that sort 
pr by one With a passion for truth and accuracy. 

So far as the anatomists appear to be able to say, there 

s no difference in appearance between the brain of a person 
who devours a publication that heads up what purports to be 
2 representation of the report Examiners Bartel and Rogers 
ade in No. 22455, in the matter of reciprocity in purchasing 
and routing with “Reckless Railroad Waste” and one who be- 
ieves only things as accurate as the multiplication table. They 
are no help to the one curious to know what distinguishes, in 
a physical sense, the brain of the one who likes fiction as 
served by the uplift or Pecksniffian magazines rather than the 
fiction served by a “true story” magazine. 
The report of Bartel and Rogers did not show “reckless rail- 
road waste.” The examiners seemed so uncertain of the things 
hey suggested were improper and wasteful that they did not 
ention the names of the railroads supposed to have emulated 
he Railroad Administration in throwing money out of the 
windows, hoping that some of it would hit the birds. 

After setting forth the amount the railroads spent in 1929 
for fuel, materials, and supplies, an uplift magazine, in a re- 
7 cent number, observed that “here is a rich field for utilizing 
sion" the Most scrupulous methods of efficient purchasing; how have 


than th 
natomists Little 


Vere Weal Help in 


Great Pinch 


Tiation 
LD peares 


1,383, 


> talkej 
r thoy 
iers, jj 
making 
and W 
le Com 
ut, the 
O malt 
> it ow 


works 
riation 
riatior 
t worl 
ich fo 
of th 











ad the 


the carriers met the opportunity?” 
he i Answering the self-posed question the publication says: 
f thle They have met it on the whole, with singular ineptitude.” 
re the “As buyers, they have allotted their purchases in return 
for, or to attract, freight traffic over their respective lines,” 
of agg tTuly observes this publication. “By using their purchasing 






power as an instrument of competition among themselves, they 
have lost the benefits of competition in price among producers 
and manufacturers.” 
Naturally, the Bartel and Rogers report enables the unlift 
publication to refer to the poetical engineering claim of Louis 
-eCap D. Brandeis, now on the bench of the Supreme Court, as estab- 
. hal lished fact—that the railroads could save millions by scientific 
(hi Management. One of the items of saving was the unloading 
COM of pig iron by machinery instead of by hand. Of course, crude 
the traffic men pointed out that the shippers and not the railroads 
unloaded pig iron. Of course, that did not stop the flow of 
the Brandeis idea that millions could be saved by scientific 
management. It was accepted by nearly everybody except those 
who had money invested in railroads. The latter were among 
the mentally feeble of earth who had acquired the money they 
it of had invested in railroads by occult processes and not by the 
n gy Natural way—acute mental effort in trading. 
- - Those Who have learned about the “reckless railroad waste” 
ged cg how it came that not one of the men who argued on 
© Bartel and Rogers report (see Traffic World, June 4, p. 1183) 
a Support to the examiners and their recommendations. 
Sually, a report of an examiner or examiners obtains the sup- 
ie of some parties to the case. But Bartel and Rogers were 
ot fortunate enough to obtain the support of any of those 
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who argued the case except Clyde Bailey, speaking for the 
Iowa commission, on one point. 

Now, if the anatomists only could figure out, from examin- 
ing the brain, how it came about that publications reaching 
conclusions so readily as in the caption, “reckless railroad 
waste,” could find continued support, mankind would be on the 
road of real progress. 





In the economy bill, it is pro- 
posed that, effective July 1, the 
salary of a commissioner shall be 
cut from $12,000 to $10,000 a 
year. That brings the basic pay of the commissioner to the 
level of a member of Congress, be he senator or be he repre- 
sentative. 

At the time this was written, the statute-writers had not 
agreed on the method of making still greater savings for the 
treasury. One proposal was to cut 10 per cent off the salary 
in the fiscal year ending June 30, 1933. Another proposal was 
to reduce the time for which the commissioner or other em- 
ploye of the government might draw pay in any week or 
month, the payless furlough suggested being a cutting of the 
five and a half day week to five days. 


Commissioners as Low 
as Congressmen Hereafter 





The lack of confidence Americans 
have been showing in each other for the 
last two years, many believe, will result 
in new faces in the gallery of million- 
aires and in the two houses of Congress. 
The day that passes without someone 
telling his friend or neighbor that Bill Smith has lost his mil- 
lions is exceptional. Bill’s property has gone to someone who 
may not be able to hold it. Ultimately, however, it will get 
into the hands of someone who will be holding it when the 
turn comes. And he will be the new face in the gallery of 
millionaires. 


Defeat of Senator Brookhart, Ruth Owen Bryan, and other 
members of Congress, it is coming to be believed by appraisers 
of politics, is typical, not of the distrust of the politics of the 
particular member, but of the politics of every holder of office. 
Both drys and wets have been defeated. Thus far, of course, 
no conservative Republican senator has been bowled over to 
offset the defeat of Brookhart and his “boloney” by Field and 
his chicken stew. 


The thought is that the distrust Americans have shown of 
each other in money matters extends also to the men in office. 
Whoever is in office is an object of suspicion, almost regardless 
of his party affiliation. The innocent and worthy suffer equally, 
even as good banks have been swept out of existence by reason 
of the distrust created by the bad ones. More than one man 
of even ordinary affairs has heard of telephone messages from 
anonymous persons suggesting that the person receiving the 
message had better be thinking about his deposit in a speci- 
fied bank. Such messages constitute one reason for the de- 
termination of too many banks to keep their assets liquid so 
as to withstand runs. Of course, bank stockholders, because of 
that policy, are going to have smaller dividends. Some holders 
may even have to sacrifice their stock to the policy that has 
saved the bank from liquidation. Government home loan banks 
are proposed to prevent mortgaged homes from passing into 
the hands of mortgagees, simply because confidence has dis- 
appeared. 


New Millionaires 
and Law-givers 
Indicated 





Objection in the Republican conven- 
tion to the renomination of Charles 
Curtis for the vice presidency directs 
attention to the fact that only two vice 
presidents have been set aside since 
the country ceased having as president 
the man who received the greater number of votes and as 
vice president the man who received the next lower number. 

Hannibal Hamlin, vice president in Lincoln’s first term, was 
superseded by Andrew Johnson in the second, largely because 
the Republican leaders believed they needed as vice president, 
after the war, a man who would understand the southern point 
of view because it was bred into his bones. Johnson was 
chosen, notwithstanding that he was not in sympathy with 
the dominant faction. Schuyler Colfax, who served in Grant’s 
first term, was set aside in the second for Henry Wilson, for 
reasons, if any, that are not clear to the average man. 

Aaron Burr was the vice president in Jefferson’s first term, 
because, many believe, Burr was generous and made way for 
Jefferson. George Clinton was vice president in the second 
Jefferson term and was chosen to succeed himself in the first 
Madison term, dying while in office. John C. Calhoun served 
throughout the one term of John Quincy Adams and in the 


Setting Aside 
of Vice Presidents 
Rare Events 
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first term of Andrew Jackson until he resigned on December 
28, 1832, to become a senator. Martin Van Buren took his place. 

Seven vice presidents—Clinton, Elbridge Gerry (whose 
name was used to create “gerrymander” as a substitute for 
meander in political line drawing), William R. King (Pierce’s 
vice president), Henry Wilson (Grant’s second term vice presi- 
dent), Thomas A. Hendricks (Cleveland’s first term vice presi- 
dent), Garret A. Hobart (McKinley’s first term vice president), 
and James Schoolcraft Sherman (Taft’s vice president), died 
while in office. : 

That seems remarkable in view of the intense labors in 
the presidential office, when it is recalled that William Henry 
Harrison and Zachary Taylor were the only presidents to die 
natural deaths while in office, Lincoln, Garfield and McKinley 
having been assassinated. 





The death of Representative Edward 
E. Eslick, of Tennessee, brings to mind 
the fact that few members of Congress 
have suffered the death stroke while 
actually on the floor of either house. 
Whether Eslick died when he fell, while 
making a speech in favor of immediate payment of the soldier 
bonus, or a few minutes thereafter, is something the doctors 
cannot say. When death comes is a question that cannot be 
answered except between points several minutes apart, Eslick 
showed no signs of life after he fell. 

Memory recalls only one other death in substantially sim- 
ilar circumstances—that of John Quincy Adams, February 23, 
1848, while he was serving his ninth term as a representative 
after he had been president. He fell near his seat and is 
generally supposed to have died in the room, just off the pres- 
ent Statuary Hall (the chamber of sculptured horrors that was 
once the hall of the House), now used by the clerk of the House 
as his office. 

Adams, a far more interesting character than the historians 
represent him to have been, was a senator from Massachusetts 
before he became president and a representative afterward. 
Andrew Johnson, who also served in both branches of Congress 
as well as in the presidency, was unlike Adams in almost every- 
thing. Adams was highly educated, attending, among other 
institutions, the University of Leyden in Europe before going 
to Harvard. Adams served first in the Senate—Johnson first 
in the House. Johnson got an elementary education from the 
woman he married and attained the distinction—if that is the 
word—of being the only president ever impeached by the House, 
escaping by one vote conviction by the Senate, presided over, 
while the trial was going on, by the Chief Justice of the United 
States.—A. E. H. 


REPUBLICAN PLATFORM 


Following are the references to transportation matters in 
the platform adopted by the Republican National Convention in 
Chicago this week: 


Few Congressmen 
Stricken While 
Actually at Work 


Public Utilities 

Supervision, regulation and control of interstate public utilities 
in the interest of the public is an established policy of the Republican 
Party to the credit of which stands the creation of the Interstate 
Commerce Commission with its authority to assure reasonable trans- 
portation rates, sound railway finance and adequate service. 

As proof of the progress made by the Republican Party in govern- 
ment control of public utilities, we cite the reorganization under this 
administration to the federal power commission with authority to 
administer the federal water power act. We urge legislation to 
authorize this commission to regulate the charge for electric current 
when transmitted across state lines. 


Transportation Regulation 


The promotion of agriculture, commerce and industry requires 
coordination of transportation by rail, highway, air and water. All 
should be subjected to appropriate and constructive regulation. 

The public will, of course, select the form of transportation best 
fitted to its particular service, but the terms of competition fixed by 
public authority should operate without discrimination, so that all 
common carriers by rail, highway, air and water shall operate under 
conditions of equality. . 

The railroads constitute the backbone of our transportation sys- 
tem and perform an essential service for the country. The railroad 
industry is our largest employer of labor and the greatest consumer 
of goods. The restoration of their credit and the maintenance of their 
ability to render adequate service are of paramount importance to the 
public, to their many thousands of employes and to savings banks, 
insurance companies and Other similar institutions, to which the 
savings of the people have been intrusted. 

The Merchant Marine 


We should continue to encourage the further development of the 
merchant marine under American registry and ownership. 

Under the present administration the American merchant fleet 
has been enlarged and strengthened until it now occupies second 
place among the merchant marines of the world. 

By the gradual retirement of the government from the field of 
ship operations, and marked economies in costs, the United States 
Shipping Board will require no appropriation for the fiscal year 1933 
for ship operations. 

St. Lawrence Seaway 
The Republican Party stands committed to the development of 


the Great Lakes-St. Lawrence seaway. Under the direction of Presi- 
dent Hoover negotiation of a treaty with Canada for this development 
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is now at a favorable point. Recognizing the inestimable benef 

which will accrue to the nation from placing the ports of the g 

Lakes on an ocean base, the party reaffirms allegiance to this ~— 

project and pledges its best efforts to secure its early completion. 
Aid for Highways 


The federal policy to cooperate with the states in the pbyilg 
of roads was thoroughly established when the federal highway act 
1921 was adopted under a Republican Congress. Each year since 
time appropriations have been made which have greatly incréaseg 
economic value of highway transportation and helped to raise thy 
standards and opportunities of rural life. 

We pledge our support to the continuation of this policy in accor 
ance with our needs and resources. " 


In discussing administration plans and accomplishments for 
financial relief, the platform mentions the formation of the 
Railroad Credit Corporation and the Reconstruction Finance (jy 
poration without specific reference to the benefits conferred 
the railroads thereby. 


TRANSPORT LEGISLATION 


The Traffic World Washington Bury 


In debate in the Senate with reference to the way cop 
mittees of the Senate transact business, Senator Couzens sai 
“upon repeated attempts to secure a quorum for meetings ¢ 
that committee (interstate commerce) I have been unsuccessfjj 

“We have had pending before that committee for five or gj 
months a bill to regulate motor trucks and motor busses whig 
are operated in interstate commerce,” continued he. “I hay 
called repeated meetings but have been unable to obtain, 
quorum, and, therefore, have been unable to get action.” 

Answering criticism of Senator La Follette, directed at th 
finance committee, that no action was taken on bills referroj 
to the committee, Senator Couzens said that with respect to th 
interstate commerce committee bills referred to the committe 
were taken up if the authors pressed for consideration of then, 
He said the committee had not taken up legislation unless, 
member of the -Senate made urgent request therefor or ther 
was some general public interest in it. 

“I know of no bill having been introduced by any senator 
or any bill that has come from the other House which has bee 
sent to that committee (interstate commerce) that has failed 
to receive consideration upon the request either of the author 
or of any member of the committee,” said he. 

“When senators are not sufficiently interested in their om 
bills to urge consideration by the committees to which they ar 
referred, it can hardly be expected that the committees, with 
the voluminous number of bills before them, will take them w 
and give them consideration.” 

Senator Couzens, chairman of the Senate interstate com 
merce committee, called a meeting of his committee June 1 
to consider the motor vehicle regulation legislation and the rail 
road holding company legislation. He waited some time for 
the other eighteen members of the committee to respond to 
the call. Just as Senator Hawes, of Missouri, appeared, he de 
cided to adjourn. Senator Watson, of Indiana, arrived a 
moment or so after the adjournment. The members of the com 
mittee who did not respond to the call of the chairman were 
said to be busy with other legislative matters. 


SIX-HOUR DAY INQUIRY 


The Traffic World Washington Bureau 


At an informal conference June 16 between Commissioners 
Eastman, McManamy, and Lee and representatives of easter, 
western, and southeastern railroads, in connection with the 
pending six-hour day investigation, the railroad representatives 
expressed their willingness to cooperate in any field studies 
the Commission desired to make. Studies were suggested by 
Mr. Eastman at the end of the hearing on June 2. (See Traf: 
fic World, June 4, p. 1207). 


carriers had been taking active and energetic steps to spread 
available work among the largest number of employes, and that 
they were prepared to continue cooperative efforts with any 
employe or groups of employes to that end. Actual trial of 
the short day was suggested by Mr. McManamy. ; 

Willingness to cooperate in such studies may result 2 
more conferences. 


REFRIGERATION CHARGES 


In assigning No. 20769, in re refrigeration charges on fruits, 
vegetables, berries and melons from the west, for further hear 
Ing, July 21, at 9 o’clock a. m., standard time, at the Shermal 
Hotel, Chicago, Ill., before Examiner John L. Rogers, the Com 
mission said the hearing would be confined to the charges under 
section 4 of the perishable protective tariff and the rules al 
regulations in said tariff relating to said charges. It said Tr 
spondents would proceed first with the presentation of theif 
direct evidence. 







































































They said they were not willing to 9 
put into effect a six-hour day on their railroads; that individual } 
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CATTLE BEDDING AND ROUTING 


HE Commission, in a report written by Chairman Porter, in 
I. and S. No. 3693, rules on livestock in the west, has found 
not justified the changes proposed by the carriers in the rules, 
regulations and charges to govern the transportation of live- 
stock in the western district, ordered the cancellation of the 
suspended schedules and discontinued the proceeding. The 
proposals originated in the southwest. The testimony, the re- 
port said, was confined entirely to southwestern territory. The 
report also said that the carriers had heretofore proposed for 
application within the southwest substantially the same rules 
as those now proposed. Those rules, it said, were found not 
justified in Bedding Cars for Livestock, 151 I. C. C. 323. 

Among the claims made by the carriers was that the new 
rules were so framed as to clarify the present ones and to 
assure to the carrier the right to determine the quantity of the 
bedding it would furnish to make the car safe for the trans- 
portation of livestock. 

One rule proposed by the carriers provided, in connection 
with the privilege of trying the markets, that where there were 
two or more routes available from the stop-over point to the 
ultimate destination, the inbound carrier reserved the right to 
specify the route to be used from the transit or stop-over point. 

Chairman Porter said that that rule would deny to the 
shipper the right to transportation over routes which the car- 
riers maintained in their tariffs. Carriers, he said, were bound 
by their tariffs and could not lawfully deny to a shipper the 
right to have shipments moved at the established rate over an 
open and available route named in the tariff. In support of 
that he cited Wistar, Underhill & Nixon vs. C. & O., 43 I. C. C. 
254. 


TRUNK LINE FACE BRICK 


Somewhat reduced rates on face brick from Williamsport, 
Md., to trunk line points, based on a finding of unreasonableness, 
have been ordered by the Commission in No. 23739, Victor 
Cushwa & Sons, Inc., vs. Arcade & Attica et al., not later than 
September 10. The finding of unreasonableness applies only to 
the future. The new rates are not to exceed $2.80 a net ton 
to Philadelphia and Allentown, Pa., and Wilmington, Del., $3 
to Trenton, N. J., Wilkes-Barre, Pa., and Richmond, Va.; $3.30 
to Jersey City and Atlantic City, N. J., and Salisbury, Md., and 
$3.40 to Norfolk, Va., with permission to the railroads to add 
the emergency charges authorized in the Fifteen Per Cent Case, 
1931. The present rate to Philadelphia which, it is believed, 
will indicate the nature of the decision, is $3 a ton. 

Other assailed rates on face and common brick from Wil- 
liamsport to points in trunk line and New England territories 
were found not unreasonable. 

Commissioner Brainerd, who wrote the report, in answer 
to contentions made by the complainant, made observations 
about basing commodity rates on mileage, which, it is believed, 
will attract the attention of those who have been dissatisfied 
with what they think is the over-fondness of the Commission 
for mileage rates. In that discussion he refers to a table not 
herein reproduced and the base rate prescribed from Pittsburgh, 
ao . nye N. Y., in the General Brick Case, 68 I. C. C. 
213. He said: 


i We are not impressed with complainant’s criticism that the trunk- 
ine short-haul scale does not bear any definite or fixed relation to 
the first class scale or that the long-haul rates represent a higher 
percentage of the first class scale than do the short-haul rates. 
nates on a commodity such as brick, moving in great volume to 
arge competitive markets, which are based strictly on mileage would 
not necessarily afford an accurate measure of the value of the 
eve, and a system of rates which adheres rigidly to distance fre- 
bea resists the normal flow of traffic. Brick is essentially com- 
——* rate traffic. While it moves for long as well as for short 
os rend the Predominant movement is for short hauls, and where, as 
high nk-line territory in particular, there is a large production of 
oe brick the long-haul movements can bear a relatively 
arene? Fate. The foregoing table indicates that if the rates for the 
pe —_ were made the same or even a somewhat lower per- 
ce 2 * first class than is represented by the base rate prescribed 
‘in ittsburgh to New York, a substantial increase in the existing 
Short-haul rates would result. 


ANTHRACITE TO NEW YORK STATE 


‘ The Commission, by division 3, in No. 24224, Endicott Coal 
N Supply Co., Inc., et al. vs. Central of New Jersey ea al. and 
0. 23959, Village of Liverpool, N. Y., vs. N. Y. C. et al., has 
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made orders about rates on anthracite coal from points in the 
Wyoming, Lehigh and Schuylkill districts in Pennsylvania which 
will require the railroads, not later than September 3, to re- 
arrange the relationship of rates resulting from its decision in 
the big anthracite case, Rates for Transportation of Anthracite 
Coal, 35 I. C. C. 220. In that case it prescribed rates on the 
group basis, both as to points of origin and points of destination. 

In the title case it was alleged that the rates from the 
Wyoming district to Endicott, Hooper (Endwell) and Vestal, N. 
Y., were unreasonable, unduly prejudicial to the complainants 
and unduly preferential of competitors at Binghamton and John- 
son City, N. Y. The Liverpool complaint alleged that the rates 
from the three origin districts mentioned were unreasonable and 
unduly prejudicial in comparison with rates to Syracuse and 
Watertown, N. Y. They alleged that Syracuse competitors un- 
dersold them in their own home towns, the difference in rail- 
road rates enabling the Syracuse dealers to truck their coal to 
Liverpool and forced them to shrink their prices fifty cents a 
long ton. 

The Commission found the rates not unreasonable. It 
found those assailed in No. 24224, unduly prefefential of their 
competitors at Binghamton and Johnson City to the extent, 
from the Wyoming district, they exceed or may exceed the 
Binghamton and Johnson City rates by more than 12 cents a 
ton. The Commission in the Liverpool case also found rates 
from the three districts unduly preferential of competitors of 
the complainants at Syracuse to the extent they exceed or may 
exceed the Syracuse rates by ‘more than 12 cents a ton. 

Reparation was denied. The Commission said there was no 
specific showing that the coal which the Syracuse dealers 
offered to sell in Liverpool had been hauled to Syracuse by the 
defendants or that the defendants had hauled any coal to Syra- 
cuse. An award of reparation had to rest upon proven facts, 
not assumptions, it said. 

Commissioner McManamy disagreed with his colleagues in 
their denial of reparation to the Liverpool complainants. The 
facts, in his opinion, were sufficient to entitle the Liverpool 
complainants to reparation on shipments made since April, 1931. 


SOUTHWESTERN CLASS RATES 


The Commission in Consolidated Southwestern Cases, 
except Nos. 15217 and 15231, and I. and S. No. 3677, fruit jar 
tops fo the southwest, has adopted a proviso, which, in the 
estimation of Commissioner Aitchison, liberalizes Finding No. 
27 in the original report, 123 I. C. C. 203. The decision eliminates 
salt cake from the findings made in that report and lays down 
the basis for making rates on fruit-jar tops, suspended in I. 
and S. No. 3677, to serve as a substitute for what the carriers 
proposed. The rates set forth in the suspended schedules were 
found not justified, without prejudice, however, to the filing of 
other rates under the modification of the findings of undue 
prejudice and preference made in 123 I. C. C. 203. 

This modification of findings of undue prejudice and prefer- 
ence, which has the effect of liberalizing Finding No. 27, was 
made so far as rates controlled by truck or water competition 
were concerned. 

The report, the fourteenth supplemental, was written by 
Commissioner Lewis. Commissioner Aitchison, concurring in 
part, said he could concur in the modification here made by 
way of liberalization of the restrictions of Finding No. 27 as 
being “at least a step in the direction of total abolition of that 
rule.” He said that if the finding had any original basis in 
substance, which he said he now doubted, it had fulfilled its 
function. In the interest of a flexible rate structure, adapted 
to the needs of the changing needs of commerce, it should be 
abrogated, said he. 

“The series of supplemental reports in this case, each grant- 
ing special dispensations,” he added, “might now well be brought 
to a close.” 

Commissioner McManamy joined in that concurring view, 
suggesting the ending of the series of supplemental reports, 
now fourteen in number. 

The questions were, as stated by Commissioner Lewis, 
whether salt cake and fruit-jar tops should be excluded or 
excepted from the findings of undue prejudice and preference, 
and whether and to what extent Finding No. 27, made on 
April 5, 1927, might properly be vacated and set aside. 

The question as to fruit jar tops was as to the rates which 
should apply, in view of competition, from Chicago and points 
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of production east of that city to points in the interior of Texas 
and Oklahoma such as Sand Springs, Okla., and Wichita Falls. 

The Commission found, as to the jar tops, that the carriers 
might make rates from and to the points indicated, on the basis 
of a minimum of 45,000 pounds, in straight or mixed carloads, 
on bases lower than those contemporaneously maintained from 
or to other points embraced in these proceedings. 

Unregulated water competition and the effect on the rail- 
roads of the rule laid down in Finding No. 27, intended for the 
benefit of points in northeastern Texas, are shown in the fol- 
lowing: 


Unregulated water carriers mantain more or less regular service 
between New Orleans and Mobile, on the one hand, and Lake Charles, 
Beaumont, Houston, Galveston, and other ports on the Gulf of 
Mexico, on the other hand. In addition, barges, some of which are 
common carriers and others are operated by the shippers of various 
commodities, such as sugar and iron and steel articles, operate be- 
tween various ports on the Gulf of Mexico, between ports on the 
Mississippi River, between ports on the Warrior River, and between 
ports on the Mississippi or Warrior rivers, on the one hand, and the 
Gulf of Mexico, on the other. These water carriers are free to re- 
duce rates at will to attract traffic, and frequently exercise this 
option. Traffic in material volume is being handled by these water 
carriers that hitherto has moved by rail. In the original report in 
the title cases we found that water competition on the Gulf was not 
sufficient to warrant the maintenance of lower rates by rail between 
Gulf ports than the maximum bases prescribed without correspond- 
ing reductions to or from the complaining northeast Texas cities. 
Water competition on the Mississippi and Warrior rivers was not 
directly dealt with in the original report in these cases, but the 
findings of undue prejudice and preference are such that in many 
cases rail lines may not reduce rates between ports on the Missis- 
sippi River, or between ports on the Mississippi or Warrior rivers, 
on the one hand, and ports on the Gulf of Mexico, on the other, 
without making corresponding reductions to or from the complain- 
ing northeast Texas cities and Oklahoma points. The present record 
indicates that water competition on the Gulf coast, the lower Mis- 
sissippi River, and the Warrior River is much more extensive than 
at the time of the original report. We believe that this competition 
is now in many cases sufficiently compelling to warrant the conclusion 
that it is not necessarily undue prejudice to the northeast Texas 
cities and Oklahoma and undue preference of port cities on the Mis- 
sissippi River or Gulf of Mexico for the rail carriers to maintain rates 
lower than the prescribed maxima between particular ports where 
actual and compelling water competition exists. 


The finding which liberalizes Finding No. 27 without amend- 
ing that finding itself is a proviso that eleven findings of undue 
prejudice and preference shall not apply, if reduced rates are 
established to meet bona fide existing or impending truck com- 
petition or bona fide existing water competition between ports 
on the Mississippi or Warrior Rivers or the Gulf of Mexico. 

But before the railroads can make reductions to meet such 
competition they must notify the complainants in Nos. 13535, 
14480, 14416, 15217 and 15436 and the regulatory bodies of Texas, 
Louisiana, Arkansas, Missouri and Kansas, at least ten days 
prior to the filing of a tariff or supplement to that effect. 


COMMISSION REPORTS 
Green Salted Hides 


No. 24469, Northwestern Leather Company Trust vs. A. C. 
L. et al. By division 5. Rate, green salted hides, Sumter, S. C., 
to Portville, N. Y., unreasonable to the extent it exceeded 56 
cents; rates, also green salted hides, Rocky Mount, N. C., Bain- 
bridge, Ga., Columbia and Florence, S. C., to Sault Ste. Marie, 
Mich., unreasonable to the extent they included factors south 
of the Ohio River crossings in excess of 52 cents, Bainbridge 
to Cairo; 59 cents, Florence to Evansville; 50 cents, Columbia 
to New Albany; and 52 cents, Rocky Mount to Cincinnati. 
Reparation of $230.61 found due; also undercharges of $124.24. 


Rough Quarried Marble 
No. 24715, Carthage Marble Corporation vs. M. P. By divi- 
sion 5. Dismissed. Rate, imported rough-quarried marble, New 
Orleans, La., to Carthage, Mo., not unreasonable. 


Sand 
No. 24393, Dresser Sand Co. vs. C. G. W. By division 5. 
Rate, sand, Leavenworth, Kan., to New Market, Mo., unreason- 
able to the extent it exceeded 3.5 cents a 100 pounds. Repara- 
tion of $473.68 awarded. 
Lawn Mowers, Etc. 


No. 24262, The F. & N. Lawn Mower Co. et al. vs. A. & R. 
et al. By division 2. Rates and ratings, lawn mowers other 
than those combined with engines, in crates, less than carloads, 
Richmond, Ind., to points in western classification territory; 
rates and rating on grass catchers, folded flat or nested, in 
boxes or crates, less than carloads, Richmond to points in 
official territory; and rates and ratings, lawn mowers and en- 
gines combined, carloads, Richmond to points in the south, in- 
cluding rates and ratings on shipments for export, unreason- 
able for the future, but not otherwise unlawful, to the extent 
they exceed or may exceed second class on the lawn mowers 
without engines to points in western classification territory; 
and second class on grass catchers to points in official terri- 


The Traffic World 


Vol. XLIX, No, » 


tory; rates and ratings on lawn mowers and engines combing; 
Richmond to points in south, including rates and ratings for 
export shipments, unreasonable to the extent they exceed thi 
class. New rates and ratings to be made effective not later 
than September 8. 

Steel Storage Cabinets 


No. 24678, Skelly Oil Co. vs. A. & W. et al. By division 5 
Ratings and resultant rates, iron or steel storage cabinets 
knocked down flat, without regulators, crated, less than car. 
loads, between points in Arkansas, Illinois, Indiana, Iowa, Kap. 
sas, Minnesota, Missouri, Nebraska, North Dakota, Oklahom, 
South Dakota, Texas, and Wisconsin, prior to June 15, 193) 
under the western classification; and prior to September 1 
1930, under the Illinois classification, were first class; on an 
after June 15, 1930, prior to October 15, 1930, under the western 
classification, and on and after September 1, 1930, and prior t 
October 15, 1930, under the Illinois classification, applicable rg. 
ings and rates were second class. Applicable ratings and rp. 
sultant rates prior to October 15, 1930, found unreasonable ty 
the extent they exceeded third class. Reparation awarded 
Waiving of undercharges on shipments after August 24, 1929 
authorized. 

Cottonseed 


No. 24650, Southern Cotton Oil Co. vs. S. A. L. et al. By 
division 5. Rates, cottonseed, Rutherford and Prudence, Ala, 
to Columbus, Ga., not unreasonable but shipments misrouted 
by the S. A. L. Reparation of $40.21 awarded. 


Cotton Piece Goods 

No. 24256, John Rissman & Son, Inc., vs. I. G. N. et al. By 
division 4. Dismissed. Rates, cotton piece goods, any quantity, 
McKinney and Waco, Tex., to Danville, Ill., not unreasonable 
or otherwise unlawful. 

Bituminous Coal 

No. 24629, Aponaug Manufacturing Co. et al. vs. I. C. et al. 
By division 3. Dismissed. Rates, bituminous coal, mines in 
Alabama and western Kentucky to Winona, Kosciusko, and 
Yazoo City, Miss., not unreasonable or otherwise unlawful. 


Lumber 

No. 24585, J. R. Thames & Co. et al. vs. A. C. L. et al. By 
division 3. Rates, lumber, points in Alabama and Georgia to 
destinations in West Virginia applicable as to certain shipments 
and inapplicable as to others. Report said rates charged on 
shipments from Troy and Lapine, Ala., to Mount Hope, on ship- 
ment of June 17, 1931, from Lapine to Oak Hill, and on ship- 
ments from Troy to Beckley delivered by the Virginian, and on 
shipments from Luverne to Sprague, were applicable. Report 
further said rates charged, shipment, Jesup to Kimberley; on 
that of May 28, 1930, Lapine to Oak Hill; on those from Abbe- 
ville, Lapine, Enterprise, Brundidge, Elba, Valdosta, and Cairo 
to Beckley, and on those from Troy to Beckley delivered by 
the Chesapeake & Ohio, were inapplicable. The report said 
that the applicable rates thereon were 38.5 cents, Jesup to Kim- 
berly; 39.5 cents on the shipment of May 28, 1930, Lapine to 
Oak Hill; 40 cents on shipments, Abbeville, Lapine, Enterprise, 
Brundidge, and Elba to Beckley; 40.5 cents on shipments, Val- 
dosta and Cairo to Beckley, and 40 cents, shipments from Troy 
to Beckley delivered by the Chesapeake & Ohio. Reparation 
awarded. Further found that the failure of the defendants to 
publish a rate of 41.55 cents, Luverne to Beckley, was unjust 
and unreasonable and resulted in damage to the complainant, 
Henry G. Brabston. Reparation awarded. Commissioner Lee 
concurred on account of the authority of the Wausau Southern 
Lumber Co. case, 143 I. C. C. 521. 


Pine Cord Wood 
No. 24553, F. C. Willey vs. A. C. L. et al. By division 4. 
Dismissed. Rate, pine cord wood, Gates, N. C., to Philadelphia, 
Pa., not unreasonable. 


Scrap Iron and Steel 
No. 24513, Sonken-Galamba Corporation vs. A. T. & S. F. 
et al. By division 3. Dismissed. Rates, scrap iron and steel, 
points in the southwest and points in Missouri to Kansas City, 
Mo.-Kan., not unreasonable. 


Dried Beans 


No. 23731, Trinidad Bean & Elevator Co. vs. C. B. & @ 
By division 4. Rate, dried beans, points in Wyoming to Kansas 
City, Mo., charged in 1926 applicable and not unreasonable. 
Rate charged, similar shipments in 1927, inapplicable. AD- 
plicable rate found to have been 58 cents, minimum 36,000 
pounds. Reparation awarded. 


Pipe and Fittings 
No. 24835, American Cast Iron Pipe Co., Birmingham, Ala. 


vs. L. & N. et al. By division 5. Rate, cast iron pipe and fit- 
tings, North Birmingham, Ala., to Seagraves, Tex., inapplicable. 
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able rate, 87.5, not unreasonable. Reparation of $40.07 
d against all defendants and $414.88 from the L. & N. 
Industrial Limestone 

No. 24823, M. J. Grove Lime Co. vs. B. & O. et al. By 
division 5. Rates, crude, fluxing, foundry or furnace limestone, 
Stephens City, Va., to destinations in Maryland, Pennsylvania, 
West Virginia, Delaware and Ohio not unreasonable but unduly 
prejudicial to the complainant and unduly preferential of its 
competitors at Martinsburg and Eagle, W. Va., to the extent 
they may exceed the rates from the West Virginia points. 
New rates to be established not later than September 7. 
Cement 


No. 24728, Dewey Portland Cement Co. vs. A. T. & S. F. et 
al. By division 2. Rate, cement, Dewey, Okla., to Madison- 
ville and Wichita Falls, Tex., applicable. Claims on shipments, 
Dewey to Madisonville, and certain shipments, Dewey to 
Wichita Falls, barred as to all issues except applicability. Rate 
charged on shipments not barred, to Wichita Falls, unreason- 
able to the extent it exceeded 24 cents, minimum 50,000 pounds, 
subject to marked capacity of car but not less than 40,000 
pounds. Reparation awarded. 

Agricultural Implements 

No. 24692, Burkhard Motor Co. vs. C. & N. W. et al. By 
Dismissed. Carload rate, agricultural implements, 
other than hand, Independence, Mo., to Winner, S. D., not un- 
reasonable. 


Applic 
awarde 


Paper and Paper Articles 


No. 22415, Wichita Falls Chamber of Commerce vs. C. & 
E. I. et al. By division 3. Rates, paper and paper articles, points 
in Wisconsin, Minnesota and Michigan to Wichita Falls, Texas, 
not unreasonable but unduly prejudicial to Wichita Falls and 
unduly preferential of Forth Worth, Texas, to the extent that 
those on articles designated in groups 1, 2 and 3, exceed the 
rates to Fort Worth, Texas. Reparation denied. New rates 
to be effective not later than September 10. 


Sand and Gravel 


No. 24099, Missouri Gravel Co. vs. C. B. & Q. et al. By 
division 5. Rates, sand and gravel, LaGrange and Reading, Mo., 
to destinations in Illinois on the Alton, unreasonable to the 
extent they may exceed rates shown in an appendix, not herein 
reproduced. This case is related to Missouri Gravel Co. vs. 
C. B. & Q., 182 I. C. C. 200, the rates assailed being to points 
on the Alton other than those embraced in that case. Com- 
missioner Mahaffie concurred, solely, he said, for the reason 
that the issues appeared to be controlled by precedent in the 
case cited. 

Metal Furniture, Etc. 


No. 24854, Doyle Furniture Co. vs. C. B. & Q. et al. By 
division 8. Dismissed. Rate, metal furniture, parts thereof and 
mattresses, mixed carloads, Kenosha, Wis., to Galesburg, III., 
applicable. 


Ss. A. L. ABANDONMENT 


The Commission, by division 4, in Finance No. 8882, Sea- 
board Air Line Railway Co. abandonment, has issued a certifi- 
cate permitting the Seaboard and its receivers to abandon the 
line extending from Archer to Cedar Key, in Alachua and Levy 
counties, Fla., a distance of approximately 41.5 miles. The 
authorization is conditional on the carrier, if fish dealers de- 
sire, transferring to the dealers a trestle, with rails attached 
and with sufficient rails to extend to a point near the station 
at Cedar Key to permit the use of hand cars to the point at 
which trucks are usually loaded. Abandonment was opposed 
by residents of Cedar Key, by Levy county, the Railroad Com- 
mission of Florida, and the State Road Department of Florida. 





WISCONSIN & MICHIGAN BONDS 

The Commission, by division 4, in Finance No. 9321, Wis- 
consin & Michigan Railroad Co. bonds, has authorized applicant 
to procure the authentication and delivery of $100,000 of 6 per 
cent general mortgage gold bonds. The bonds are to be pledged 
as security for a loan from the Reconstruction Finance Cor- 
poration. The Commission has approved a loan of $98,530 to 
the applicant. 


DOTSERO CUT-OFF 


The Commission, in Finance No. 4555, construction by Den- 
ver & Salt Lake Western, and Finance No. 8070, Denver & Salt 
Lake Railway Co. control, on further argument, has further 
extended the time, until September 15, within which the Denver 
& Rio Grande Western shall be required to commence construc- 
tion, through the Denver & Salt Lake Western, of the so-called 
Dotsero cut-off, in Eagle county, Colo. It has also made a like 
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extension of time in which the Rio Grande is to acquire the 
stock of the Denver & Salt Lake Railway Co. 

This extension to September 15 is from June 15, the last 
mentioned being also a postponed date. Prior reports in these 
cases are in 154 I. C. C. 51; 170 I. C. C. 4; 175 I. C. C. 535 and 
180 I. C. C. 715. 

No effort had been made, said this report, by the Rio Grande 
to perform the acts authorized in the last report. No assurance 
Was given, the Commission added, that even though the exten- 
sion were made to March 15, 1933, as requested, the Rio Grande 
would then be able to proceed with the work. The Moffat Tun- 
nel Improvement District, an intervener which renewed objec- 
tions to a further extension, pointed out that the people in the 
district were paying interest of about $500,000 a year on the 
bonds they issued in connection with the construction of the 
Moffat tunnel and said that burden would continue until the 
cut-off was completed and opportunity afforded for compensat- 
ing benefits through use to the tax papers. 

The Commission, pointing out that the conflicting interests 
desired the accomplishment of the work, said that it would 
grant the extension of time in order that the parties might be 
afforded an opportunity to confer with a view to bringing to 
fruition the plan involved in the case. It said it would stand 
ready to lend its good offices to the promotion of that result. 

Dissenting, Commissioner Mahaffie said that the Rio Grande 
could not proceed with either acquisition or construction at this 
time. He added that it could not promise anything definite at 
the end of the future period of time and that in the meantime 
no one else could proceed. He said he had no reason to believe 
that the construction could be arranged in the near future 
whether the Commission granted or denied this request. But, 
he added, he believed the Commission was not justified in per- 
mitting any further delay in order to see whether the Rio Grande 
could make good. Denial of the request, he said, would at 
least afford an opportunity for someone to try. That oppor- 
tunity, he said, should be made available. Commissioners East- 
man and McManamy concurred in that expression. 


Cc. & N. W. ABANDONMENT 

The Commission, by division 4, in Finance No. 9242, Chi- 
cago & North Western Railway Co. abandonment, has author- 
ized the carrier mentioned to abandon that part of its Mattoon 
branch extending from Mattoon to Mattoon Junction, a distance 
of 9.13 miles, in Shawano county, Wis. The timber to haul 
for which the branch was built has been cut out and the branch 
has had a dwindling traffic for a number of years, 


D. T. & M. ABANDONMENT 


The Detroit, Toledo & Milwaukee Railroad Co. has been 
authorized to abandon, and the New York Central Railroad Co., 
and the Michigan Central Railroad Co., to abandon operation, 
of that part of the D. T. & M. east of the point of connection 
between that railroad and the railroad of the Battle Creek & 
Sturgis Railway Co. at Morgan Park, in Emmet township, Cal- 
houn county, Mich., southeast of the city of Battle Creek and 
5.13 miles from the westerly end of the railroad in that city, 
and extending from that point of connection in a general 
easterly direction to Dundee, Mich., a distance of 88.81 miles. 
The villages of Addison, Onsted, and Tipton and patrons of the 
D. T. & M. intervened in opposition to the application. The 
New York Central and the Michigan Central each own one-half 
the stock of the D. T. & M. The latter’s line extends from 
Battle Creek to Dundee, about 93 miles. The part of the line 
between Battle Creek and the connection with the Battle Creek 
& Sturgis is not involved. 

For the six years 1926-1931 the line had a net railway 
operating deficit of $675,459, according to the report. 

Improved highways, automobiles and trucks have been an 
important factor in the decline in business of the line, accord- 
ing to the report. 

As patrons of the line give so much of their business to 
the trucks and do not furnish enough traffic to the railroad to 
support it they can not reasonably complain of its abandon- 
ment, according to the report. 

“Again,” said the Commission, “with good highways run- 
ning to all the towns and traffic centers and the universal use 
of automobiles and trucks it is evident that the country in ques- 
tion will not lack transportation facilities.” 








FINANCE APPLICATIONS 


Finance No. 9472. Pennsylvania, Ohio & Detroit Railroad Co. and 
Pennsylvania Railroad Co., lessee, ask authority to abandon the 
Montgomery branch of the P. O. & D., extending from Blue Ash to 
Montgomery, 1.35 miles, in Hamilton county, O. 

Finance No. 9466. Southern Pacific Co. asks authority to assume 
obligation and liability, as guarantor of payment of the principal and 
interest of $21,948,000 of first and refunding mortgage bonds of the 
Arizona Eastern Railroad Co. and to pledge and repledge said bonds 
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as collateral security for short term loans, to meet temporary financial 
requirements, if necessary. 

Finance No. 9468. Chicago, Burlington & Quincy Railroad Co. 
asks authority to abandon a portion of its branch line from a point 
near Mt. Morris to Forreston, in Ogle county, IIl., 10.994 miles. 

Finance No. 9469. Toledo & Western Railway Co. asks authority 
to abandon its line of electric railway extending from Allen Junction, 
to Pioneer, Ohio, 43.3 miles, due to advent of the automobile and 
improved highways. Public demand for the service has diminished 
to the point where the continued maintenance and operation of the 
line can no longer be justified, according to —_—. 

Finance No. 9470. Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Co. asks authority to issue two-year 6 per cent notes in the 
amount of $5,000,000 and to pledge therefor $6,250,000 of first and 
refunding mortgage bonds. It proposes to sell the notes at not less 
than par in connection with meeting the maturity of one-year 5 
per cent secured notes August 1, 1932. 

Finance No. 9464. Carolina & Northeastern Railway Co. asks 
authority to issue 360 shares of common capital stock at the par value 
of $10 a shart to acquire from Herman O. Carlton the railroad proper- 
ties formerly operated by the Carolina & Northeastern Railroad Co. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 9423, authorizing (1) the Penn- 
sylvania, Ohio & Detroit Railroad Co. to issue $701,000 of first and 
refunding mortgage bonds, series B, to be delivered to the Penn- 
sylvania Railroad Co. at par in satisfaction of a like amount of in- 
debtedness to that company for advances for capital purposes; and 
(2) the Pennsylvania Railroad Co. to assume obligation and liability 
as lessee and guarantor in respect of said bonds, approved. 

Report and certificate in F. D. No. 9362, authorizing the Boston 
.& Maine Railroad (1) to operate, under trackage rights, over lines of 
railroad of the Maine Central Railroad Company in Coos county, 
N. H., and (2) permitting it to abandon operation of lines of its own 
railroad in Grafton and Coos county, N. H., approved. 


LOANS TO RAILROADS 


In Finance No, 9154, Chicago & Eastern Illinois Railway 
Co. reconstruction loan, the Commission, by division 4, in a 
third supplemental report, has approved an additional loan of 
$600,000 from the Reconstruction Finance Corporation, for a 
period not exceeding seven months, without prejudice to con- 
sideration of further loans on the original application. The 
loan is to be used to pay audited and unpaid vouchers. The 
Commission said the loan should be secured by the further 
pledge of $8,852,700 of applicant’s prior lien morgtgae bonds 
of 1961 now pledged as security for loans of $4,307,080 hereto- 
fore approved by the Commission. Applicant in the original 
application asked for a total loan of $7,196,436. 

The Louisiana, Arkansas & Texas Railway Co. has applied 
for a loan of $685,756 to pay taxes, interest, past due vouchers 
and to make additions and betterments. 

By a supplemental application in Finance No. 9448, the 
Western Pacific Railroad Co. has requested a loan of $1,505,554 
from the Reconstruction Finance Corporation in addition to 
$759,000 already applied for. Applicant had applied to the 
Railroad Credit Corporation for a loan of $1,505,554 but it 
could not supply that amount due to the fact that it will take 
over a loan of $1,303,000 granted to applicant by the Recon- 
struction Finance Corporation, on or before June 20. Including 
the $1,303,000, applicant has received a total loan of $2,102,000 
from the Reconstruction Finance Corporation. 

In an amended supplemental application in Finance No. 
9170, the Central of Georgia Railway Co. has applied for a 
loan of $4,910,766 for three years, on which should be credited 
an advance of $2,130,450 already received by the applicant from 
the Reconstruction Finance Corporation. 

The Detroit & Mackinac Railway Co. has asked the Com- 
mission to approve an application for a loan of $208,000 from 
the Reconstruction Finance Corporation to pay taxes and out- 
standing loans. 


AID FOR RAILROADS URGED 


Further use of the Reconstruction Finance Corporation in 
aiding the railroads was urged before the Senate banking and 
currency committee this week by Clarence M. Woolley, chair- 
man of the board of the American Radiator & Standard Sani- 
tary Co., at a hearing on the Barbour relief bill. 

Loans made to railroads, said he, had been effective in 
aiding the railroads and in preventing receiverships but they 
had not been effective in increasing employment or in main- 
taining employment. He thought it most important that a 
means be found for bettering the condition of the railroads. 

“The plan which has appealed to me most of those which 
I have heard is that the construction Finance Corporation should 
be authorized to lend money to the railroads which they might 
use for the purchase of their own bonds at present depreciated 
prices,” said he. “In this way the railroads could bring about 
a substantial reduction in their annual interest charges and so 
effect an important improvement in ther financial position. 

“Moreover, the purchase of these bonds in the market would 
be most beneficial to the banks, insurance companies and other 
institutions holding railroad obligations and would bring nearer 
the time when the general bond market would be able to resume 
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the new business undertakings Which 
are so necassary to nérmal business activity and a larger meg 


ure of employmenty 





PETITIONS FOR REHEARING, ETC. 


No. 14700, Depreciation of telephone companies. United States 
Independent Telephone Association, in behalf of its Class ¢ com. 
panies, asks the Commission to postpone for one year, the effectiy 
date of the Telephone Depreciation Order as amended March 14, 1939 
and the various dates for compliance with different parts of the 
order in so far as that order supplies to Class C companies (com. 
panies having from $50,000 to $100,000 annual operating revenues) 

No. 23130, Intrastate rates on bituminous coal between point 
in Illinois. Respondent, Peoria & Pekin Union, asks reopening, j. 
consideration with respect to rates of respondent from mine Served 
by it in the Peoria-Pekin switching district to deliveries within that 
district, and for an order excepting from the supplemental order of 
March 14, 1932, in this proceeding, the said rates. 

No. 23597, Rea-Patterson Milling Co. vs. M. P. et al. Complainan 
asks reopening. 

No, 24509, Port Gibson Oil Works, Inc., vs. L. & A. et al. De. 
fendants, L. & A., M. P., Natchez & Southern, T. & P., and N. 0,7 
& M., ask reopening and reconsideration on record as made. ; 

No. 24416, Indiana Fibre Products Co. vs. Virginian et al. Com. 
plainant asks rehearing and reargument therein. 

No. 16605 (and Sub. 1 and 2), Staso Milling Co. vs. M. & P. et aj 
Defendants ask modification of order or rescinding thereof, leaving 
them free to proceed, with other carriers not defendant, in an ep. 
deavor to bring about a needed adjustment and realignment of the 
rate structure on crushed slate. 


1. & S. 3743, Petroleum from North Coast ports to Idaho. Camas 
Prairie, C. M. St. P. & P., Coeur d’Alene & Pend d’Oreille, G. y, 
O.-W. R. & N., Red Collar Line, Inc., S. C. d’A. & P., Spokane Jp. 
ternational, and W. I. & M. asks vacation of order. 

No. 20133 (and Subs. 1 and 2), Transcontinental Oil Co. vs, 4 
& St. A. B. et al., and No. 21810, Empire Refineries, Inc., et al., ys, 
A. T. & S. F. et al. Defendants ask vacation of Commission's order 
herein in so far as it requires further maintenance of rates pre. 
scribed for the future. 


No. 24088 and Sub. 1, Rudy-Patrick Seed Co. vs. A. T. & SF 
et al. Complainants ask further hearing. 

No. 24384, Dean Grain Co. et al. vs. C. R. I. & P. et al. Defend- 
ants ask modification of order entered herein on the 12th day of 
April, 1932, and to strike from files of Commission document re- 
ferred to in said order as ‘‘amended complaint.”’ 


No. 23132 (Sub. 2), Milne Lumber Co. vs. C. S. & M. et al. De- 
fendant, C. S. & M., asks rehearing. 

1. & S. 3130, Consolidated Southwestern cases. Jobbers & Manv- 
facturers’ Association of Springfield, Mo., asks that same be assigned 
for hearing with respect to overhead rates from C. F. A. and trunk 
line territory. 

No. 21772, interstate rates between points in Missouri, and cases 
grouped therewith. C. M. St. P. & P., C. R. I. & P., C. G. W., Alton, 
Wabash, and C. B. & Q. ask clarification and/or modification of Con- 
missions’ findings with respect to rates on scrap iron and steel. 

No. 23044, Blue Ridge Grass Corporation vs. A. B. B. et al. 
Highland Western Glass Co. asks reopening and entry of further 
orders. 


No. 20286, Sup. 1, Tegen and Weibke Co., Inc., et al. vs. C. of N. 
J. et al. Fairlie & Wilson Coal Co., complainant, asks further _hear- 
ing to prove only an assignment from D. L. & W. Coal Co. to Fairlie 
and Wilson Coal Co., assignee, with respect to reparation on certain 
shipments. 

No. 24124, Karaston Rug Mills et al. vs. N. Y. C. et al. 
ants ask reopening, reconsideration and/or rehearing. 


No. 24412, Willis Norton Co, vs. C. R. I. & P. Defendant asks 
rehearing. 

No. 23071, American Tar Products Co. vs. N. Y. C. et al., and 
Wo. 20723, F. J. Lewis Manufacturing Co. vs. A. C. & Y. et al. E 
Morris, agent, on behalf of defendant carriers therein, asks _ post- 
ponement of effective date of corrected order dated April 11, 1932, 
from July 21, 1932, upon statutory notice of 30 days, to August 21, 
1932, upon 10 days’ notice. 

Finance No. 5504. Boston & Maine readjustment. Applicant asks 
modification of orders, permitting it to substitute as a part of the 
basis for the issue of said stock $10,300,525, expended toward the 
purchase of equipment, in lieu of a like amount of expenditures for 
additions and betterments previously authorized in this proceeding. 


Complain- 


PULLMAN VALUATION 


A tentative valuation of the Pullman Company, as of De 
cember 31, 1931, was made public by the Commission, division 
1, June 14. A final valuation of the property of the company 4s 
of June 30, 1919, was made public recently by the Commission. 
(See Traffic World, May 7, p. 982.) 

The tentative valuation report, which is subject to protest, 
sets forth the final value of $174,822,456 for total owned prop- 
erty, and of $174,261,251 for total used property, as of Decet- 
ber 31, 1931. 


Cost of reproduction new was stated as follows: Total 
owned property, $292,796,597; total used, $292,144,878. Cost of 
reproduction less depreciation was stated as follows: Total 


owned property, $171,565,956; total used property, $171,117,175. 

Present value of lands, that is, of valuation date, was found 
as follows: Total owned, $1,669,912; total used, $1.542,199. _ 

The report stated that the investment of the company 12 
sleeping-car property, including land, on December 31, 1931, was 
stated in the books of the company at $249,453,125. With read: 
justments required by the Commission’s accounting examinatiol, 
the report said, this would be reduced to $235,553,870.34. 

The company had outstanding on valuation date $120,150,000 
of par value of common stock. It had no long-term debt out 
standing. 
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fective CARRIER AID IN UNLOADING The examiner said that the B. R. & P. contended the ap- 


t, 1932 plication should be denied because the extension of the Rey- 


‘on XAMINER O. L. MOHUNDRO, in a proposed report in No. noldsville district rate into the Clearfield district might tend 
neeat “95000, in the matter of loading and unloading freight by to disrupt the relationship in the rates to Buffalo from the 
Doints eans of hand cranes, electric cranes, electric gantry cranes, Reynoldsville, Pittsburgh and Connellsville districts. The 
arn locomotive cranes, derricks and by other means, and I. and S._ Rochester & Pittsburgh Coal Co. opposed the application be- 
n that ™ Xo. 3684, use of cranes at Pennsylvania Railroad stations, has cause, according to the report, it felt that the proposed rate 
der of recommended that the Commission find unlawful the practices Of would cause it to lose further tonnage in the Buffalo market 


Class I carriers in official classification territory (except car- and it feared the collateral effect on the general rate situation 


= ers in New England) in loading and unloading carload freight of the extension of this rate to the Clearfield group. In con- 
riers in New Eng ) 7 : : P 
Pre by means of cranes, derricks and other such equipment. He clusion the examiner said: 
0. 7, said the cost of such services was not included = on are: : oe ii aiid ian oe 
: “Se t pplicants’ purpose in establishing e $2. rate wou e to 
Com. rates. The extent to which line — pte om alt yg oy effect a parity of rates from the mines on their lines and those on 
such practices showed, he added, tha e practices . the B. R. & P. in the Reynoldsville district. The effect of this 
ot al mitted to transcend the realm of efficient and economical would be to extend the boundaries of the Reynoldsville district to 
_— per gement ee ——_ the hee district. Such extension would ne 
en- mana : . , ‘ gard the substantial difference in distance from the respective dis- 
of the “It follows, therefore,” said Mohundro, “that reasonable  fricts to the Buffalo market and deprive shippers in the Reynolds- 
and compensatory charges should be assessed for these ville district of the decided advantage which they. enjoy by reason 
ramas & vices.” of their proximity to = market. The a . greater oorstee 
x N. services. , . : ‘ which is necessary in the transportation of coal from the Clearfield 
e In. At the hearing the carriers proposed to mend their Ways district than from the Reynoldsville district to Buffalo is reflected in 
so that instead of giving the free use of cranes, derricks and _ peat a, of the a ge enn — saines on the C, & I in 
Ss. A ae * j r Oo 0 cents a ton the earfield district as well as those of the applicant carriers from 
VS, other equipment ee ee a ae a man or that district. The proposed rate would disrupt the present rela- 
order minimum $5 on a shipment, g 7 tionship between the rates and the service performed from those 
- men necessary to operate the crane or other equipment, but districts and the — and servige from other origin districts in the 
le to or detach it from uffal-Rochester adjustment. at relationship is of many years’ 
S. F such — Ss net to og gg me ission should require standing and its disruption should not be encouraged by relief of 
a the freight. Mohundro said the _Commissio the character here sought. 
fend- them to do as they proposed, making the charge a general ex- The Commission should find that the relief is not justified. The 
'y of ception to Rule 27 of the classification which says that shippers application should be denied. 


fac shall load and unload carload freight. The og gee Hho —— 

he record was not sufficient to determine whether the charge 
™ secret was a full maximum reasonable charge. TRUCK COTTON PREJUDICE 
anu- The Pennsylvania did not defend its tariffs suspended in In a proposed report in No. 24491, Cotton Exchange of 
me I. and S. No. 3684 but joined other carriers in proposing the Augusta vs. A. C. L. et al. Examiner W. R. Brennan has recom- 
charge before mentioned. The suspended schedules, therefore, mended that the Commission require the rail carriers to remove 
were found not justified, without prejudice, however, to the undue prejudice which he said had resulted from their failure 


Iton, filing of new ones in conformity with the views expressed in- to maintain the relative relationship that existed prior to 
‘om- the report. August 1, 1930, when after that date they reduced cotton rates 
+ al The report shows that the practice of furnishing cranes for to meet truck competition The examiner said the rates on cot- 
ther the use of shippers in unloading heavy and bulky freight, build- ton from points in the Carolinas and Georgia to Augusta, for 
ing stone and structural steel, for government buildings in a reshipment to various ports and to Carolina mill points, should 
{N. number of instances, was a development, fostered by carrier be found unduly prejudicial to Augusta and unduly preferential 
‘alle competition, of the practice of the railroads, probably since of Savannah, Ga, and Charleston, S. C. 
tain their beginnings, to allow shippers to use hand cranes, crow As to rates on cotton from points in Georgia to Carolina 
bars and other facilities owned by them, in loading and unload- mill points via Augusta, Brennan said they should be found 
ain- ing heavy articles. It also shows that railroad officers, before unduly prejudicial to Augusta and unduly preferential of the 


the Commission’s Bureau of Inquiry looked into the practices, Carolina mill points. Compliance with the findings proposed 
raised the question whether the cost of the services rendered by him, the examiner said, might be effected by the establish- 
and by them in helping shippers to load and unload was not de- ment of rates via Augusta which would restore the relative 
E priving them of any profit at all in the handling of the freight relationship existing prior to August 1, 1930. The adoption of 


st. that required crane service. In some instances the cost of the the method for removing the undue preference would leave the 


932, 


of accessorial services ran as high as 50 per cent of the gross option with the carriers of raising the direct rates or lowering 
revenue and that perhaps in some instances the carriers suf- the rates via Augusta. 

oo fered out of pocket losses in serving shippers who were critical The controversy was caused by the establishment of so- 

the and exacting. called truck-competitive rates from producing points to Augusta, 


for —— from producing points direct to the ports and from Augusta to 
- FOURTH SECTION COAL the ports. The gist of the complaint, Brennan said, was that 

In Fourth Section Application No. 14602, bituminous coal while the carriers had met truck competition to a certain extent 
from Clearfield district to Buffalo, N. Y., Examiner M. L. Boat 8 to inbound hauls to Augusta and direct hauls to the ports 


has recommended denial of application for authority to estab- and to the Carolina mill points, they had not attempted hes 
lish rates on bituminous coal from mines in the Clearfield dis- C@!TY the reductions into the through rates via Augusta, the 
trict of Pennsylvania to Buffalo, N. Y., over a route in connec- latter being one of the large cotton markets of the country. 
- tion with the New York Central via Ashtabula, O., without This failure to reduce the rates via Augusta on transited 

observing the long-and-short-haul provision of section 4 of the Cotton, Brennan said, caused complainants to assert that there 
interstate commerce act was discrimination and prejudice in favor of direct shipments 


ap : to the injury to transit shippers. 

The New Y 1, the Pittsburgh & Susquehanna, and Raw : 
- the Cunt i ie ee adieu, abel authority to es- The complaining exchange, Brennan said, sought a reduc- 
tablish a rate of $2.09 a net ton. The B. R. & P. opposed the tion in the rates on cotton from points in Georgia and the 


al application. The present rate is $2.98. The examiner said the Carolinas via Augusta to Savannah and Charleston correspond- 


of i i i to the reductions made since August 1, 1930, in the rates 
2.0 the Clearfield district ing 

al : oan count Oe psd Ss ae pl Buffalo market with from the same points direct to the Ports and a reduction in the 

of all mines in the Reynoldsville district. Applicants contended rates from Georgia to the Carolina mill points via Augusta cor- 

id that the evidence established a special case grounded upon responding to the reductions made since August 1, 1930, in the 


market competition. They also contended that the proposed fates from the same points to Augusta. 


in 5 rate was “for 1 r competition,” the competition Reductions, as shown by the report, were made in the via 

is referred to “aie te oak eee meres from Ohio, West rates from points in Georgia to Savannah ranging from 11 to 

i: Virginia and Pennsylvania fields by rail to the lake ports and 16 cents but the reductions in the direct rates ranged from 21 

h, thence by vessel to Buffalo. The examiner said that inasmuch to 27 cents. They were made by the Central of Georgia and 
as such competition was likewise met by producers of similar the Georgia & Florida but not by the other carriers, 

0 coals at other points it could not be recognized as a ground for Brennan said the reductions made to Savannah and Charles- 


relief from the particular mines here considered. ton via Augusta, represented, on an average, less than half 
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of the reductions made to the ports direct. The former rela- 
tionships were disturbed, he said, to such an extent by the 
revision direct to the ports as to preclude the possibility of 
the Augusta merchant handling any of the cotton. 

What truck competition has done, according to the testi- 
mony condemned by the examiner, is shown in one paragraph 
and a table taken from his report, as follows: 


Below are shown truck competitive rates on cotton compressed 
or uncompressed, but not including cost of compression, from repre- 
sentative Central of Georgia stations to Savannah direct via Central 
of Georgia compared with truck competitive rates, or normal rates 
in the absence of truck competitive rates to Savannah, via Augusta: 





——-Distance——— ———Rates- 
Via Via 
Direct Augusta Direct Augusta 
From Miles Miles Cents Cents 

NS Craicie ise aioe a. acoi shored a eee ares 57 207 16 
a err ee re 67 217 17 49! 
INO” icordswidd.eaeddacwseoena 100 165 20 47 
SI © a0:sw-csdeaciew ss et esse e.ckae ae 359 54 66 
i PETE OO Ee Te 251 358 54 66 
erm are eee ere er 279 386 6 67 
IID. icetitaica ie aia elias or a oon adeneis: bain 261 368 35 61 


1Augusta combination truck competitive rates. 


OREGON ELECTRIC CONSTRUCTION 


Examiner J. S. Prichard in a proposed report in Finance 
No. 9006, Oregon Electric Railway Co. proposed construction, 
has recommended that the Commission find that the present 
and future public convenience and necessity are not shown to 
require the construction by the Oregon Electric of an exten- 
sion of its line from Forest Grove to or near a settlement 
known as Seghers, thence to the mill site of the Stimson Lum- 
ber Co., 7.5 miles, in Washington county, Ore. The Southern 
Pacific and the Williamette Valley & Coast Railroad Co. op- 
posed the granting of the application. The applicant is con- 
trolled through capital stock ownership by the Spokane, Port- 
land & Seattle, which is jointly owned by the Northern Pacific 
and the Great Northern. The examiner said the immediate 
purpose of the proposed extension was to reach the lumber 
company’s sawmill and make connection with the latter’s log: 
ging road. 

The lumber company, according to the report,.made over: 
tures to the applicant and the Southern Pacific to determine 
whether either would be willing to provide it with rail trans- 
portation facilities. The Southern Pacific refused to construct 
a railroad to the mill site and after further negotiations be- 
tween applicant and the lumber company, the applicant agreed 
to construct the proposed extension. After the application was filed 
the Southern Pacific, according to the report, advised the lumber 
company of its willingness to construct a so-called spur track 
from Seghers to the mill site but the company’s president said 
his support had been given to applicant’s proposal and that it 
could not be withdrawn. Thereupon, said the report, the 
Southern Pacific started to construct a line from Seghers to 
the mill site without authority from the Commission and under 
the alleged belief that such authority was not required. The 
Southern Pacific took the position that the line was merely a 
spur track as contemplated by section 1(22) of the interstate 
commerce act. Applicant instituted suit in the federal court 
for the district of Oregon to enjoin the Southern Pacific from 
proceeding with the construction until permission had been 
obtained from the Commission. The court issued a writ of 
injunction until the suit had been disposed of. The examiner 
said if the court should hold that the Southern Pacific was in 
error as to the nature of the track, the latter would request 
authority from the Commission to proceed with the construc- 
tion work. 

According to the testimony, said the examiner, both ap- 
plicant and the Southern Pacific said their lines in the terri- 
tory involved were “starving for traffic.” The examiner said 
the evidence did not warrant a conclusion that the applicant 
could render better service to the lumber company than the 
Southern Pacific. He said the applicant was entirely willing 
to join the Southern Pacific in serving the lumber company, 
asserting that the proposed line, which would parallel the 
Southern Pacific, needed not be built if the Southern Pacific 
would permit joint use of its line. As to that proposal the 
examiner said the Southern Pacific “assumes an unyielding 
attitude.” 

“In view of the undisputed fact that the lines of both car- 
riers are starving for traffic it would seem that the loaf should 
be divided even though it happens to be within easier reach of 
the Southern Pacific,” said the examiner. “The record is not 
convincing that joint service as proposed by applicant would 
be detrimental to public interests, but that matter must be 
settled between the carriers themselves and not by this Com- 
mission.” 

The examiner said the record warranted the conclusion 
that construction by applicant of a line closely paralleling an 





The Traffic World 


Vol. XLIX, No, » 


existing line of the Southern Pacific between Forest Grove ani 
Seghers “would be sheer economic waste.” He added that the 
question as to the spur or extension of the Southern Paci, 
was not in issue in this case. 


PROPOSED REPORTS 


Radio Cabinet Reparation 


No. 23810, Hamilton Manufacturing Co. vs. C. & N. W. eta 
By Examiner Charles A. Rice. Upon further hearing, proposg 
to be found that reparation of $155.49 was due on two shipments 
radio cabinets, with built-in loud speakers, Two Rivers, Wis, 
to New York, N. Y., rate on which was found unreasonable jy 
the original report, 144 I. C. C. 399. 

Coal 

I. and S. No. 3685, coal from B. & O. mines to eastern points, 
By Examiner William A. Disque. Proposed reduced rates, ¢oaj 
mines in Pennsylvania on the Indian Creek branch of the Bil. 
timore & Ohio to eastern destinations proposed to be foun 
justified and the proceeding discontinued. Producers on the 
Indian Creek branch contend the reduced rates were necessary 
to enable them to hold their own with other operators, partic. 
ularly those in the Clearfield and Meyersdale groups. The Penn. 
sylvania Railroad, a protestant, feared the reduction might lead 
to complaints from operators on its line and entail other reduc. 
tions threatening a substantial part of the coal rate structure. 
Disque said there seemed to be no good reason for believing 
that the reduction would result in undue prejudice or any par. 
ticularly detrimental effect upon the coal rate structure. 


Paper Boxboard 
No. 24656, Davis Paper Co., West Hopkinton, N. H., vs. 
B. & M. et al. By Examiner W. M. Cheseldine. Rates, paper box- 
board, carloads, West Hopkinton, N. H., to Randolph and Wey- 
mouth, Mass., proposed to be found unreasonable to the extent 
they exceeded 17.5 cents. Reparation proposed. 


Grain 
No. 24344, Sperry Flour Co. vs. Southern Pacific; sub- num- 
bers thereunder, Same vs. Same, and Globe Grain and Milling 
Co. vs. Same. By Examiner Paul A. Colvin Dismissal proposed. 
Out-of-line charges, grain originating at points in Idaho and 


Utah, milled and/or stored in transit, South Vallejo or San 


Francisco, Calif., and reshipped to points in southern Cali- 
fornia and Arizona proposed to be found applicable. 


Coal-Tar Oil 
No. 24344, Sperry Flour Co. vs. Southern Pacific; sub-num- 
By Examiner William G. Butts. Rate, coal-tar oil, tank cars, 
St. Louis, Mo., to El Paso, Tex., for export, unreasonable to the 
extent it exceeded or may exceed 84 cents. Reparation of 
$104.94 and new rate proposed. 
Crushed Stone 
No. 24736, York Valley Lime & Stone Co., Inc., vs. Pennsyl 
vania. By Examiner E. L. Glenn. Dismissal proposed. Rates, 
crushed stone, Campbell, Pa., to destinations in Maryland not 
unreasonable or otherwise unlawful. 


Fresh Peaches 

No. 24909, Grovier-Starr Produce Co. vs. A. T. & S. F. et al. 
By Examiner John McChord. Rates, fresh peaches, producing 
points in Arkansas to Shattuck, Okla., and Perryton and Dalhart, 
Tex., unreasonable to the extent they exceeded or may exceed 
50 per cent of the concurrent first class rates. New rates and 
reparation proposed. 

Petroleum Oil Residuum 

No. 25178, Continental Oil Co. vs. A. T. & S. F. et al. BY 
Examiner T. Naftalin. Dismissal proposed. Rate, petroleum 
oil residuum (refinery cracking stock), Borger, Tex., to Ponca 
City, Okla., not unreasonable. 


Lump Coal 


No. 24930, Northwestern Retail Coal Dealers’ Association 
vs. C. M. St. P. & P. By Examiner Herbert P. Haley. Dis- 
missal proposed. Rates, lump coal, Round-up, Musselshell and 
Geneva, Mont., to destinations in the Dakotas, west of Mobridge, 
S. D., not unreasonable. 


Watermelons 


No. 24985, Nash Dietz Co. vs. U. P. By Examiner L. J. P. 
Fichthorn. Rate, one carload, watermelons, Charlotte, Tex., to 
Columbus, Neb., inapplicable but not othrewise unlawful, to the 
extent it exceeded 90.5 cents. Reparation of $7.94 proposed. 


Hollow Building Tile 


No. 22114, Whitacre-Greer Fireproofing Co. vs. A. C. L. et 
al., and No. 22472, National Fire Proofing Co. vs. Same. BY 
Examiner John J. Crowley. Dismissal proposed. Rates, hollow 
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puilding tile, Waynesburg and East Palestine, O., to eastern 
destinations and, East Palestine to points within the switching 
district of Pittsburgh, Pa., not unreasonable or unduly pre- 


judicial. 





HOCH-SMITH COTTON 


So serious are the questions presented to the southern and 
southwestern railroads by barge and truck competition in the 
hauling of cotton to the Alabama, Louisiana and Texas ports 
that the Commission, in No. 17000, part 3, Hoch-Smith cotton, 
has allowed them additional time in which to consider what 
they should do to meet it. The effective date of the order 
relating to the southern carriers has been postponed from 
June 25 to August 31. 

The southwestern railroads have been relieved from the 
necessity of making a determination as to what they can do 
until August 1, 1933. That is about as long a postponement, 
it is believed, as the Commission has granted in a rate case, 
in one order. Generally postponements are for six or eight 
months at the most, although later further delays may be 
granted. 

In its first order in this case the Commission established 
a relationship to be observed in the rail rates to the ports in 
the states mentioned. Then the trucks and barges, seemingly 
caring little for the peace the Commission had desired to make 
among the railroads, made rates to the ports inducing cotton 
to come to them in alarming quantities, that is, alarming to 
the railroads. The railroads obtained relief from the order 
to enable them to meet the competition. They were permitted 
to make competitive rates in disregard of the relationship 
among the ports prescribed in the original order. 

Tariffs filed under that permission carried June 25, 1932, 
as the date upon which they would be displaced by tariffs 
observing the relationship. The truck and barge competitive 
rates were published to expire on June 24. The postponement 
orders before mentioned permit the carriers to continue dis- 
regard of the relationship, to August 31, 1932, by the southern 
carriers, and to August 1, 1933, by the southwestern lines. 

In their application for postponement the southern lines said 
they did not know what they wanted to do about the compe- 
tition of the other forms of transportation in dealing with the 
port relationship ordained by the Commission. 

The southwestern railroads asked for the postponement 
to the end “that these petitioners may proceed with confidence 
in the maintenance or establishment of rates necessary effec- 
tively to meet the extraordinarily active and virulent unregu- 
lated truck and barge competition.” Therefore they asked for 
the postponement they have obtained, namely, to August 1, 
1933, of the order in so far as it requires the maintenance of a 
relationship of rates on cotton to Houston, Galveston and Texas 
City from points in Oklahoma on the one hand and from points 
of origin in Arkansas and Texas on the other and between the 
rates on cotton from points in southwestern terriotry to Mobile 
and New Orleans on the one hand and Texas ports on the 
other. 


HOCH-SMITH GRAIN 


Bringing the record down to date in No. 17000, part 7, 
Hoch-Smith grain, in accordance with the indication given in 
the Supreme Court’s decision in that case late in the winter, 
it has become patent, is not going to be a matter of a few 
weeks or months. Hearings begun at Chciago in April, it is 
now certain, will not be completed before well into the fall, 
if then. As the further hearing is going now, it is believed 
that the Commission will be doing well to promulgate a decision 
in the matter to enable the railroads to get their tariffs ready 
for the grain shipping season of 1933. 


Examiners Mackley and ‘Hall will hold the next hearing in 
the case at Seattle, Wash., July 14. At that hearing they 
will announce the time for a hearing at Los Argeles, Calif. 

_ It is the plan now to divide hearings in the fall among 
Minneapolis, Minn., Fort Worth, Tex., and Chicago. At those 
hearings everything will be in order, includnig market rela- 
tions. The question of market relations will also be in order 
at Seattle, Minneapolis grain interests having consented to 
going to Seattle for threshing out questions about markets in 
relation to grain from Montana and other points along the 
northern transcontinental rails. Minneapolis and the Pacific 
coast milling points are the parties interested in that phase 
of the market relationship question. 

The general economic situation was dealt with in the testi- 
mony heretofore taken at the Chicago and Kansas City hear- 
ings in April and May. Some local situations were also treated 
in the testimony taken at Kansas City. 

One of the things that struck those who took part in the 
Kansas City hearing was the care with which the attorneys 
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for the railroads supervised the giving of the economic testi- 
mony. They objected to the testimony of Dr. A. B. Bean, of 
the Bureau of Agricultural Economics, who said he was appear- 
ing at the request of the Commission conveyed to the Secre- 
tary of Agriculture in a letter written by Commissioner Meyer. 
It Was brought out that Commissioner Meyer, in that letter, had 
asked the Secretary of Agriculture to send the man who might 
be designated to Commissioner Meyer’s office for a conference 
and that he would then send the witness to talk with the exam- 
iners. The examiners explained, on the record, that they had 
talked with the witness by answering questions as to the ad- 
missibility of testimony based on their experience in many 
cases. The railroad lawyers, in making their objections, con- 
tended that the prosperity or lack of prosperity of the farmers 
was not a foundation for the making of rates. The examiners, 
however, allowed the testimony to go in as probably having 
a bearing on the question of the commodity’s ability to bear 
the rates and other things of that sort. 

The care with which the railroad attorneys examined the 
proffered testimony created the impression that if the Com- 
mission, as a result of this further hearing to bring the record 
down to date, did not observe what they thought were the 
indications laid down by the court for the guidance of the 
Commission, there would be further litigation in the courts. 
They objected to things offered by Dr. Bean almost, if not 
literally, page by page. 


HOCH-SMITH LIVE STOCK 


Hearing at Chicago in the reopened Hoch-Smith live stock 
case, docket 17000, part 9 (see Traffic World, June 11, p. 1241), 
was continued this week before Examiners Stiles and Parker. 
With only minor exceptions, the railroad testimony was com- 
pleted and that of state commissions was being received at the 
end of the week. Representatives of shippers and the live stock 
markets are to be heard following the state commissions. Prob- 
able completion of the hearing was set at the middle or last 
of next week. 

Carrier witnesses continued to add to the accumulation of 
data as to “changed conditions” in the affairs of the railroads, 
stressing both increased from competitive agencies of transpor- 
tation and effects of the depression. 

J. L. Fielding, assistant general freight agent, Southern 
Pacific, presented the results of an extensive study of loss of 
tonnage and revenue by his line to highway carriers. The 
study covered a period of a year ending March 1, 1931, and 
showed that the Pacific lines of the Southern Pacific had lost, 
for the period, a total of 6,303,917 tons of freight, which at the 
rail rates would have returned revenue of $16,959,515. A classi- 
fication of the kind of freight handled by the trucking companies 
in competition with the railroad indicated that 48.4 per cent of 
the tonnage taken from the Southern Pacific was general mer- 
chandise; 14.6 per cent lumber; 9.8 per cent petroleum products; 
4.2 per cent hay; 3.1 per cent automoblies and parts, etc. 

Detailed testimony as to the effect of competition by water 
lines operating via the Panama Canal, comparisons of rates 
before and after the effective date of the Commission’s decision 
in the case, tonnage comparisons, and other matters were cov- 
ered by Mr. Fielding. A statement showing the transcontinental 
movement of representative commodities, exclusive of lumber 
and petroleum products, from points on the line of the Southern 
Pacific, which he presented, showed that the all-rail tonnage in 
1931 was only 79 per cent of the 1921 tonnage, while movement 
from the same origin points via the Panama Canal was 298 per 
cent in 1931, of the 1921 movement, eastbound, and the corre- 
sponding figures for the westbound movements were 71 per 
cent and 214 per cent. He outlined numerous efforts of the 
railroad to meet the water competition by reductions of rates, 
and otherwise, pointing out that the railroad had almost in- 
variably been check-mated by the Commission. 

G. A. Hoffelder, assistant general freight agent, Burlington, 
presented a plea on behalf of western trunk line carriers that 
the Commission modify its decision in the case so far as the 
size of groups was concerned, for application to country ship- 
ments. He explained that the railroads had complied substan- 
tially with the formula laid down by the Commission in making 
rates to markets, but asked that they be permitted to use the 
mileages and groups wofked out in connection with the western 
trunk line class rate case, docket 17000, part 2, for use between 
interior country points. It had cost the carriers something like 
a half million or three-quarters of a million dollars to work 
out the short-line mileages and groups in the class rate case, he 
said, and they should be permitted to make use of results in 
this connection. 

Representatives of southwestern lines said that, so far as 
rate proposals were concerned, they would stand on those made 
in hearings held prior to the Commission’s decision. Generally 
speaking, it was said, that meant that they wanted a rate level 
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approximately 20 or 25 per cent higher than the Commission 
prescribed. E. Rigg, assistant general freight agent, Rock 
Island, said tons of freight transported by his line in 1931 were 
approximately the same as carried in 1917. The average ton- 
mile revenue was about the same as that obtained in 1919, 
before the 35 per cent general increase had been allowed, accord- 
ing to his figures. That, he said, indicated that something was 
happening to the rate structure. The Rock Island, he went on, 
had been gradually forced from a relatively prosperous state in 
1927 to one approaching impoverishment today, by the uncon- 
trolled competition of competing transportation agencies and 
by the economic depression. 

Results of a traffic study made at the request of the Com- 
mission were presented, in the main, by L. E. Wettling, director 
of the statistical bureau, western lines, who returned to the 
stand for that purpose. Data as to the study was also presented 
for individual lines by other witnesses. The Commission’s 
request was for a study that would show the comparative 
revenue produced under rates in effect prior to the effectiveness 
of its order in the case, and that produced by the rates it 
prescribed. The results of the study were characterized as 
somewhat incomplete. According to the witness, the study 
showed that, if the railroads had been permitted to place in full 
effect the rates ordered, there would have been an increase of 
something over 3 per cent in revenue. Due to the failure, in 
some instances, of state commissions to allow increases on 
intra-state traffic, however, the increase was only about 1.5 per 
cent, it was said. Against the indicated increase, must be 
placed the facts that the roads had suffered losses because of 
rates applicable between interior points, which were not covered 
by the study; losses on the spring movement of stocker cattle, 
and on special movements of various kinds, it was pointed out. 

Other witnesses included D. L. Kelley, South Dakota com- 
mission; H. F. Fertig, Rock Island, and J. E. Gordon, Southern 
Pacific. 


COMMISSION ORDERS 


Finance No. 8903, C. St. L. & N. O. et al. abandonment. Petition 
of citizens of Troy, Tenn., and its environs, interveners, to reopen 
the proceeding to present evidence relating to new and existing 
conditions denied. 

No. 16336, in the matter of rates on fertilizers and fertilizer ma- 
terials, and articles taking same rates, intrastate with the state of 
Alabama. Order entered on October 3, 1927, is vacated and set aside. 

No. 25113, Northwestern New York Traffic Association et al. vs. 
D. & H. R. R. Corporation et al. Motion of D. & H. to dismiss com- 
plaint, overruled. 

No. 24645, Phoenix Utility Co. vs. Pennsylvania et al. Proceed- 
ing reopened for further hearing at such time and place as Com- 
mission may hereafter direct. 

‘ - ia 24611, Gregory-Robinson-Speas, Inc., et al. vs. St. L.-S. F. 
et al. 
as Commission may hereafter direct, and petition of complainai 
for further hearing under shortened proceeding, denied. 

No. 24063, Sinclair Refining Co. vs. Asherton & Gulf et al. 
plainant’s petition for reconsideration and reargument, denied. 

No. 24652, T. Mendelson Co. vs. A. C. L. et al. Petition of com- 
plainant to reopen for consideration by entire Commission and to 
vacate and set aside report, denied. 

No. 24788, Kellogg Grain Co. vs. C. & N. W. et al. Complainant’s 
petition for further earing under shortened procedure, denied. 

No. 24230, Traffic Bureau, Lynchburg Chamber of Commerce, vs. 
A. C. L. et al. Complainant’s petition for reconsideration, denied. 

No, 24202, Continental Can Co., Inc., of California et al. vs. A. T. 
& S. F. et al. Petition of complainants for reconsideration, denied. 

No. 24215, Bedford Pulp & Paper Co. vs. B. & O. et al. Complain- 
ant’s petition for argument and reconsideration, denied. 

No. 24645, Phoenix Utility Co. vs. Pennsylvania et al. Petition 
of defendant, Tennessee & North Carolina, for rehearing, denied, in 
view of division 5 agreeing to reopen the case for further hearing. 

No, 23861, Leader Iron Works, Inc., vs. I. C. et al. Petition of 
complainant for reopening, oral argument before, and reconsideration 
by, the entire Commission, denied. 

No. 18672, Hoboken Manufacturers’ Railroad vs. A. T. & S. F. 
et al. Petition of defendants for immediate vacation of order pend- 
ing further consideration, denied. 

No. 21509, L. V. Austerschmidt et al. vs. A. & E. et al. 
of defendants to reopen for consideration with Nos. 23424, 
and Sub. Nos. 1, 2 and 3, 23634, and 23656, denied. 

No. 23567, Eastern Shore of Virginia Produce Exchange vs. Penn- 
sylvania. Petition of complainant for vacation and setting aside 
of order and for rehearing or reargument, denied. 

No. 24554, Ozark Utility Co. vs. St. L.-S. F. Complainant’s pe- 
tition for reopening and reconsideration, denied. 


No. 21616 (Sub. No. 6), Miner Lumber Co. vs. Pennsylvania et al. 
—* second petition for reconsideration or reargument, 
enied. 

No. 24285, Traffic Bureau, Lynchburg Chamber of Commerce, vs. 
Southern et al. Petition of complainant for reconsideration of facts 
of record as made, or, in the alternati¥e, reopening for taking of 
additional evidence, denied. 

No. 24293, Samuel Stamping & Enameling Co. et al. vs. La. & 
2. i al. Complainants’ petition for rehearing and reconsideration, 
enied. 

No, 23008, Winnsboro Granite Corporation vs. Southern. Com- 
plainant’s second petition for reconsideration and reargument, denied. 

No. 24420, Purington Paving Brick Co. vs. A. T. & S. F. et al. 
Complainant’s petition to reopen, reconsider, and reverse findings 
and order of March 19, 1932, denied. 

Finance No, 8481, N. Y. C. acquisition of B. C. G. & A. Applica- 
tion of N. Y. C. for rehearing granted, and proceeding assigned for 
rehearing July 11, 10 a. m., standard time, at offices of the Interstate 
Commerce Commission, in Washington, D. C., before Examiner Walsh. 
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No. 25206, Growers’ & Shippers’ League of Florida et qj, Vs 
Cc. L. et al. Lower Rio Grande Valley Shippers’ Association, Mais 
Citrus Association, Rio Grande Valley Citrus Growers’ ASsociatige 
and Texas Citrus Fruit Growers’ Exchange permitted to interven 

No. 25290, Buena Vista Extract Co. et al. vs. C. & O. Weg ve 
ginia Pulp & Paper Co. permitted to intervene. t 

No. 15912, Ohio Farm Bureau Federation et al. vs. A. & W, ¢ 
No. 19901, Armour Fertilizer Works vs. A. C. & Y. et al., and No, ay 
National Fertilizer Association, Inc., vs. A. C. & Y. et al. Proceegj 
reopened for further hearing solely on following matters: (a) jw I 
if any, change should be made in the method for computing distang 
on which the present rates are based; (b) What provision should 
made for grouping of origins and destinations; and (c) To determin 
the propriety of requiring rates no higher than the fertilizer yy, 
prescribed in this proceeding to be applied on the following eal 
modities: Ashes, viz., bagasse, cactus, cotton boll, burr or seeg hu 
kelp or sagebrush, in packages or in bulk. Ground velvet beans 
straight or when mixed with ground velvet bean hulls and/or Stalks 
Linseed (flaxseed) oil cake, or linseed (flaxseed) oil cake Meal 
Kapok seed in bags or in bulk. Rape seed in packages or jin bulk 
Palm-kernel cake and meal. Peanut hull. Peanut oil cake or gj 
cake meal in bags or in bulk. Rice hull, in packages or jn bulk 
Sesame oil cake or oil cake meal, in bags or in bulk. Senna beans 
in bags. Velvet beans. Soy (soja or soya) bean oil cake or ojj Cake 
meal, loose or in bags. Soya bean hulls and velvet beans hulls, gy. 
phur (brimstone) in bulk in bags or in bulk. Salts, agricultural, s 
grass, sea moss or seaweed. Blood, dried, in bulk in bags or barre 
or in bulk. Bone, ground. Bones, other than human or fresh me 
bones; ground in bags or barrels; not ground, in packages or in byk 
Fish tankage or scraps, dry, not ground nor pulverized, or acid fy 
scraps in packages or in bulk. Tankage, garbage, dry, in bags » 
in bulk; tankage N. O. I. B. N. in current classification, in bags or 
bulk, in straight or mixed carloads. 

Finance No. 9312, Application of C. St. P. M. & O. for certig. 
cate to abandon a branch line between Coburn and Wynot, Neb, 
Northwestern Lumbermen’s Association permitted to intervene, 

No. 23130, Intrastate rates on bituminous coal between points jp 
Illinois, No. 22818 and Sub 1, Illinois Coal Traffic Bureau vs. A. &R 
et al., No. 18770, Moline Consumers Co. vs. C. B. & Q. et al., No. 21m 
Traffic Bureau, Moline Association of Commerce et al. vs. A, & §. 
et al., No. 21020, Traffic Bureau, Davenport Chamber of Commerce ¢ 
al. vs. A. & E. et al. and No. 21838, West Kentucky Coal Bureau y 
I. C. et al. Order of March 8 entered herein, except No. 21838; sup. 
plemental order of March 14, and second supplemental order of May 
10, 1932, entered in No. 23130; and order of April 26, 1932, entered jp 
21838, are modified or further modified as the case may be, so as tj 
extend the date when they shall become effective to August 1, 193) ha 

pon statutory notice. 
No. 25146, Will Goodale et al. vs. U. P. et al. Union Motor (Co, 
issed as a party complainant hereto. fir 
Fourth Section Applications Nos. 1860, 1862, 3024, 1842, and 42%, de 
Class and commodity rates between Western Trunk Line territory 
and points west of Missouri River. That portion of petition of E. B. TO 
Boyd, affecting Fourth Section Order No. 9242, class and commodity 
rates between Western Trunk Line territory and points West of pe 
Missouri River denied. 

No. 25156 (and Sub. 1), Basic Dolomite, Inc., et al. vs. A. A. et al le 
Michigan Sand & Gravel Producers’ Association and The Herzog Lime 
& Stone Co. permitted to intervene. 

No. 25293, John B. Busch Brewing Co. et al. vs. C. R. I. &P - 
S al. C. & I. M. and C. M. St. P. & P. dismissed as parties defendant 

ereto. 

No. 14760, Parkersburg Rig & Reel Co. vs. C. R. I. & P. et al 
Petition of complainant, dated May 4, 1932, denied. 

No. 24206, Burkhard Motor Co. vs. A.°T. & S. F. et al. Proceed- 
ing reopened for reargument and reconsideration, and order entered 

erein on March 9, 1932, as subsequently modified, is postponed in- ( 
definitely. 

No. 25180, Los Angeles Union Stock Yards Co. vs. L. A. & S.L 
et al. Ogden Live Stock Exchange, Union Stock Yards of Ogden, 

Utah, and Salt Lake Union Stock Yards permitted to intervene. 

No. 24271, Federal Enameling & Stamping Co. vs. P. C. & ¥. + 
Petition filed by complainant for reopening and reconsideration, and 
oe Industrial Traffic League petition for permission to intervene, 

enied. 

No. 23799, California Fruit Wrapping Mills, Inc., vs. G. N. et al. 
Petitions of complainant and defendants, dated March 22 and li, 
1932, respectively, requesting reconsideration, oral argument, and post- 
ponement of effective date of order, denied. 

No. 19243, Hallsboro Manufacturing Co. vs. Southern et al., and 
No. 22972, Boston Excelsior Co. vs. A. C. L. et al. No. 19243 reopened 
for reconsideration. 

No. 25292, Shelbina Milling Co. et al. vs. C. B. & Q. et al. ¢ 
& I. M. and C. M. St. P. & P. dismissed as parties’ defendant heret0. 

No. 24351, Armour & Co. vs. A. T. & S. F. et al. Order modified 
to become effecfive on July 29, 1932, upon not less than 30 days’ notice. 

No. 17000, part 4-A, refined petroleum products in southwest. 
Petition filed by respondents and defendants herein, dated April !4 
1932, denied. 

No, 25213, Peabody Coal Co. vs. A. W. & W. et al. United Elec 
tric Coal Co. permitted to intervene. 

No. 24361, William A: Estaver Co., Inc., et al. vs. M. & M.T. 
Co., and No. 24066, Savannah Traffic Bureau, Inc., for and in behalf | 
of Chatham Motor Co., et al. vs. M. & M. T. Co. et al. Proceedings 
reopened for further hearing at such time and place as the Com- 
mission may hereafter direct. , 

No. 21718, Hill Motor Car Co. vs. M. C. et al. Proceeding fe 

pened for further hearing at such time and place as the Commissi0! 

, hereafter direct. 

No. 21997, G. W. Laughlin, Assistant Grand Chief Engineer 0 
Brotherhood of Locomotive Engineers, et al. vs. A. & R. et al. Or- 
der of November 20, 1931, is modified so as to permit the use of cals 
already equipped for purpose of investigation and tests, with runniné 
boards made of material other than wood, which it is believed may 
provide the same or a greater degree of safety than is provided by 
running boards made of wood, as provided in said order, until fur 
ther order of the Commission. 
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EXCESS INCOME REPORTS 

In Finance No. 4241, Bay Terminal Railroad Co. excess it 
come, the Commission, by division 1, has tentatively determined 
that the carrier has recapturable excess net railway operatilé 
income of $38,527.34 applicable to the years 1922, 1923, 1924 
1925 and 1927, based on valuations of from $385,000 to $435,000. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


d Digests of National Reporter System, 
Digests taken from Reporters an r 

hed by West Publishing Co., St. Paul, Minn. Copyright, 
an— d 1932, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Louisiana.) Claim against railroad for 
otton passed to plaintiff on payment of drafts drawn by ship- 
pers on it, though drafts were paid after fire destroying cotton. 
(Anderson, Clayton & Co. vs. Yazoo & M. V. R. Co., 141 Sou. 

453. 
eo from one point in state to another point in same 
state which had to go through another state to reach des- 
tination held shipment in “interstate commerce.”’—Ibid. 
Under common law, carrier was insurer of goods against 





Ball losses, except those arising from act of God, act of public 


authority, act of shippers, inherent nature of goods, and those 
caused by public enemy.—Ibid. 

Circumstantial evidence held not to show that loss of cotton 
delivered to carrier was caused by delivery of fire bale or 
other act of shipper.—Ibid. 

Nature of cotton in bales is not such as to make it subject 
to spontaneous combustion and thus relieve carrier from in- 
surer’s liability because of inherent nature of goods.—lIbid. 

Carrier has burden of proving that loss of cotton was oc- 
casioned by inherent nature of goods.—Ibid. 

When goods are lost in transit, carrier is liable for market 
value at place of destination at time when delivery should 
have been made, less freight charges.—Ibid. 

Value of cotton at point of origin of shipment on day of 
fire destroying cotton held proper damages, in absence of evi- 
dence of correct measure of damages and objection by rail- 
road. 

Evidence failed to show the value of the cotton at the 
point of destination on the day delivery should have been made, 
less freight.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 
(Supreme Court of Ohio.) Order of Public Utilities Com- 
mission extending certificate of motorbus carrier without im- 
posing restrictions as to through passengers held not unreason- 
able or unlawful (Gen. Code, sec, 614-87). (Wheeling, St. C. & 
C. T. Co. vs. Public Utilities Commission, 180 N. E. Rep. 901). 





(Supreme Court of Ohio.) Utilities commissoin properly 
granted certificates for operation of through bus line across 
state, where companies serving such route were purely local 
in character without coordination and continuity of transpor- 
tation service. (Marion-Lima Transit Co. vs. Public Utilities 
Commission, 180 N. E. Rep. 902.) 





(Supreme Court of Kansas.) Courts, under statute, are 
Prohibited from restraining or staying orders or decisions of 
Public Service Commission on ex parte application without 
notice (Rev. St. Supp. 1931, 66-118a, 66-118d, 66-118g). (Union 
Pac. R. Co. vs. Missouri Pac. R. Co., 10 Pac. Rep. (2d) 893.) 


STORAGE CHARGES CONCESSION 


The Commission has announced that at New York City the 
Baltimore & Ohio has pleaded guilty in the federal district court 
to five counts in each of three indictments accusing it of hav- 
ing granted concessions to Kellogg Sales Co., Joseph Mosko- 
witz and Harry Kulla, of Jacob Kulla Sons, through failure to 
collect the published storage charges on shipments of cornflakes 
and flour. Judge Coleman imposed fines of $1,000 on each count, 
a total of $15,000. 

The indictments, the Commission’s announcement said, 
pen Violations of section 1 of the Elkins act which makes 
t unlawful for a common carrier to grant, or for a shipper to 
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receive, any rebate or concession in respect of shipments which 
are transported in interstate commerce. 

The indictments, the statement of the Commission said, 
were brought about by its Bureau of Inquiry, represented by 
Z. W. Scott, after an extesnive field investigation by the bureau. 
Indictments growing out of the same transactions, the Com- 
mission said, were previously brought against the shippers re- 
ferred to in the statement. The shipper cases are awaiting 
trial, 


MISSISSIPPI FERTILIZER CASE 


Arguments are to be made in the federal court for the 
southern district of Mississippi, at Biloxi, Miss., on June 21, in 
equity No. 404, State of Mississippi, ex rel. Greek L. Rice, its 
attorney general, vs. United States of America et al., an appli- 
cation for an injunction forbidding the enforcement of the Com- 
mission’s order in Rates on Fertilizers and Fertilizer Materials 
within the state of Mississippi and on fertilizers wthin the state 
of Louisiana east of the Mississippi River, 182 I. C. C. 29. The 
arguments will be made by E. B. Collins for the United States 
and by Nelson Thomas for the Commission. 

The order sought to be enjoined requires the railroads to 
establish rates within Mississippi on the interstate level. The 
Louisiana part of the case plays no part in this litigation. The 
rates are in effect, the court having refused to stay the Commis- 
sion’s order temporarily pending arguments on the merits. The 
argument at Biloxi is to be on the merits of the case. 


SUSPENDED TARIFFS 


In I. and S. No. 3760, the Commerce Commission has sus- 
pended from June 15, until January 15 schedules in Toll’s I. C. C. 
No. 1296, and supplement No. 3 thereto, issued jointly with 
other agents. The suspended schedules propose to reduce the 
rates on grain and grain products, in carloads, from northwest 
Oklahoma, northwest Texas and eastern New Mexico, now in 
transcontinental Group H, to the level of Group J rates, when 
destined to California and intermediate points in Arizona, New 
Mexico, Nevada and Utah. The following is illustrative, rates 
being in cents a 100 pounds: 


Present (Group H), from Amarillo, Tex., to Los Angeles, Calif., 
wheat 68, flour 75; proposed (Group J), wheat 59, flour 66. 


LAKE CARGO COAL CHARGES 


“The Minnesota Railroad and Warehouse Commission has 
authorized the carriers to collect 3 cents a ton as a surcharge 
on lake coal handled by railroads between Duluth and other 
points within Minnesota,” says the National Coal Association. 
“The railroads sought the full 6 cents per ton recently author- 
ized by the I. C. C. Thus on lake cargo coal there is a sur- 
charge of 6 cents per ton to lower lake ports and 3 cents per 
ton from upper lake docks, making a total of 9 cents, as against 
one increase of 6 cents per ton on all-rail coal to the northwest.” 


ROAD MATERIAL HAULING IN LOUISIANA 


Railroads operating in Louisiana have been notified by the 
state commission to show cause in a hearing set for June 21 why 
an order should not be issued prohibiting them from hauling 
road materials for the Louisiana Highway Commission. The 
order is supported by Chairman Francis Williams and Commis- 
sioner Dudley LeBlanc, with Commissioner Harvey Fields dis- 
senting. It is contended by the chairman that failure of the 
rail lines to receive compensation for the services performed 
will throw a heavier burden on other freight carried by them. 

The order is connected by politically minded persons with 
a bill in the legislature (H. B. 704) amending the law so as to 
permit withdrawal of funds accruing With the state treasurer for 
use of the Louisiana Public Service Commission on order of its 
chairman. The present law provides for such withdrawal only 
on majority vote of a committee composed of the commission 
chairman, the governor, attorney-general, and secretary of state 
Senator Long, through his control of the state administration, 
has been blocking the supply of funds to the commission, but 
Chairman Williams denies that the proposed order is a retaliatory 
measure, 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 4 totaled 
447,387 cars, according to reports filed by the railroads with 
the car service division of the American Railway Association. 
Due to the observance of Memorial Day, this was a decrease 
of 73,575 cars below the preceding week this year. This also 
was a reduction of 313,697 cars below the corresponding week 
in 1931 and 488,195 cars under the same period two years ago. 
The corresponding weeks in 1930 and 1931, however, did not 
include the holiday. 

Miscellaneous freight loading for the week ended on June 
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4 totaled 169,993 cars, a decrease of 25,542 cars below the pre- 
ceding week; loading of merchandise less than carload lot 
freight totaled 154,984 cars, a decrease of 25,506 cars; grain 
and grain products loading for the week totaled 23,303 cars, 
8,705 cars below the preceding week; coal loading totaled 63,094 
cars, a decrease of 9,742 cars; forest products loading totaled 
16,419 cars, a decrease of 1,643 cars; ore loading amounted to 
2,185 cars, a decrease of 358 cars; coke loading amounted to 
3,011 cars, a decrease of 191 cars, and live stock loading 
amounted to 14,398 cars, a decrease of 1,888 cars. 

Revenue freight loading by districts the week ended June 
4 and for the corresponding period of 1931 was reported as 
follows: 


Eastern district: Grain and grain products, 4,297 and 5,051; live 
stock, 1,469 and 1,704; coal, 13,099 and 24,681; coke, 819 and 1,359; 
forest products, 1,278 and 2,402; ore, 358 and 2,373; merchandise, L. 
Cc. L., 40,209 and 61,189; miscellaneous, 38,234 and 70,206; total, 1932, 
99,763; 1931, 168,965; 1930, 212,242. 

Allegheny district: Grain and grain products, 2,193 and 2,643; live 
stock, 1,211 and 1,241; coal, 16,665 and 30,759; coke, 842 and 2,850; 
forest products, 764 and 1,717; ore, 148 and 5,674; merchandise, L. C. 
L., 30,722 and 46,526; miscellaneous, 32,943 and 61,257; total, 1932, 
85,488; 1931, 152,937; 1930, 189,663. 

Pocahontas district: Grain and grain products, 235 and 226; live 
stock, 138 and 123; coal, 19,700 and 27,054; coke, 147 and 220; forest 


products, 450 and 809; ore, 25 and 168; merchandise, L. C. L., 4,426 
and 6,170; miscellaneous, 4,019 and 6,791; total, 1932, 29,140; 1931, 
41,561; 1930, 52,448. 


Southern district: Grain and grain products, 2,230 and 3,168; live 
stock, 875 and 1,188; coal, 7,876 and 14,032; coke, 171 and 416; forest 
products, 5,436 and ,9,622; ore, 100 and 585; merchandise, L. C. L., 
28,323 and 36,843; miscellaneous, 28,004 and 45,310; total, 1932, 73,015; 
1931, 111,164; 1930, 126,783. 

Northwestern district: Grain and grain products, 4,341 and 8,777; 
live stock, 3,372 and 5,050; coal, 2,333 and 4,094; coke, 825 and 912; 
forest products, 3,968 and 9,113; ore, 758 and 19,950; merchandise, 
L. C. L., 18,369 and 27,947; miscellaneous, 19,824 and 34,851; total, 1932, 
53,790; 1931, 110,694; 1930, 150,984. 

Central Western district: Grain and grain products, 7,003 and 
9,943; live stock, 5,557 and 6,996; coal, 2,265 and 4,743; coke, 150 and 
122; forest products, 2,647 and 6,039; ore, 560 and 1,699; merchandise, 
L. C. L., 21,249 and 29,698; miscellaneous, 27,647 and 49,498; total, 1932, 
67,078; 1931, 108,738; 1930, 129,096. 

Southwestern district: Grain and grain products, 3,004 and 4,621; 
live stock, 1,776 and 1,757; coal, 1,156 and 2,321; coke, 57 and 80; 
forest products, 1,876 and 3,473; ore, 236 and 301; merchandise, L. C. L., 
11,686 and 15,658; miscellaneous; 19,322 and 38,814; total, 1932, 39,113; 
1931, 67,025; 1930, 74,366, : 

Total, all roads, grain and grain products, 23,303 and 34,429; live 
stock, 14,398 and 18,059; coal, 63,094 and 107,684; coke, 3,011 and 5,959; 
forest products, 16,419 and 33,175; ore, 2,185 and 30,750; merchandise, 
L. C. L., 154,984 and 224,031; miscellaneous, 169,993 and 306,997; total, 
1932, 447,387; 1931, 761,084; 1930, 935,582. 


Loading of revenue freight in 1932 compared with the two 
previous years, follows: 





1932 1931 1930 

Four weeks in January...........00- 2,269,875 2,873,211 3,470,797 
Four weeks in February............. 2,245,325 2,834,119 3,506,899 
Pour weeks in March......cccecsevese 2,280,672 2,936,928 3,515,733 
PIVO WOGRS I BMGs c cccccccevecceses 2,772,888 3,757,863 4,561,634 
tte ee: eS rr ee 2,087,756 2,958,784 3,650,775 
WOME GE DUO Zencccicciveresscsns 447,387 761,084 935,582 

BSE (4.6 sedmiaDGseuuaseweteseaanes 12,103,903 16,121,989 19,641,420 





TRANSPORTATION OF MINISTERS 


Representative Britten, of Illinois, has introduced a joint 
resolution (H. J. Res. 431) “to correct the existing abuse of 
the interstate commerce laws by persons not entitled to travel 
on free passes.” 

The resolution calls on the Commission to report to the 
House the total number of annual railroad passes outstanding 
and in the possession of ministers of the gospel, ,the total of 
such passes used to and from Chicago in June, 1932, and the 
total number of trip passes to Chicago issued by the railroads 
in that month. 

Under section 1 of the Act, railroads may give passes to 
ministers of religion for free transporttaion and in section 22 
it is provided that nothing in the Act shall be construed to 
prohibit any common carrier from giving reduced rates to 
ministers, 


My resolution requesting the Interstate Commerce Commission to 
inform Congress as to the number of annual and trip railroad passes 
used by the clergy of all religious denominations to and from Chicago 
during the two national conventions, is intended to show that a great 
number of them are used by ministers who only preach the gospel 
of the Anti-Saloon League. 

They are followers of Bishop James Cannon, Jr., of the Methodist 
Church South who for years have been on the prohibition pay-rolls. 
Some of them have their church, their home and their principal office 
in the Methodist building which overlooks the Capitol and although 
they constantly travel at the expense of the railroad stockholders, 
they do not preach the gospel of any religion in any church. They 
are traveling salesmen for the Anti-Saloon League and are ministers 
for that purpose only. 

The presumption under which railroad passes are issued to the 
clergy is that they are spreading the gospel of religion, when in fact 
many are nothing more nor less than political prohibitionists and are 
traveling in violation of the interstate commerce laws. The Anti- 
Saloon League Yearbook is filled with the names of reverend so-called 
ministers who only occasionally see the inside of a church and then 
only to lecture on prohibition before the coin box is passed around. 
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Anti-Saloon League. ministers from all parts of the United States 
will be in attendance at both Chicago conventions and have no more 
right to travel on railroad passes than has Henry H. Curran, presi- 
dent of the Association Opposed to the Prohibition Amendment, or 
Colonel Ira L. Reeves of the Crusaders. They are men who have 
not been regularly educated for the clergy and who do not Officiate 
regularly in church services but, on the contrary, are on the pay-rolj 
of one or more prohibition agencies. This practice of traveling under 
false pretenses should be stopped. 


RAILROAD EARNINGS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for April and the 
four months ended with April, 1932, and 1931, compiled from 
carrier reports by the Bureau of Statistics, follow: 





APRIL 
1932 1931 
Average number of miles operated........ 242,057.83 242,195.70 
Revenues: 
PE Siedcnpecnewiswcheosdecaasenawns *$ 207,969,279  $ 283,740,106 
PE PO en Prt n $31,007,794 847,267,127 
NE 5.055064 i 61s ad's yah as a amas 8,157,761 8,811,695 
ER Te tn ee ee 4,968,760 8,991,756 
All other transportation. ....ccccscececs 49,435,447 12,639,504 
ere re ee 5,755,998 7,643,998 
EE 6 ood ccc cc owe caeesseaw 766,897 947,553 
Be | 245,400 282,937 
Railway operating revenues ...... 267,816,536 369,758,802 
Expenses: 
Maintenance of way and structures.... 32,857,283 51,441,430 
Maintenance of equipment ............ 54,605,487 74,887,403 
DEE, {Ged Gen eect cest Dba ewetiveseaawes 8,535,771 10,145,637 
SIO 6 6 555:6- 40-0608 <6 e enews 99,850,464 135,303,044 
Miscellaneous operations ............-. 2,422,730 3,568,152 
DE NwekGuns weve paeiahaeesndeoesed 13,714,439 15,870,526 
Transportation for inyvestment—Cr.... 354,813 552,618 
Railway operating expenses ...... 211,631,361 290,663,574 
Net revenue from railway operation...... 56,185,175 79,095,228 
POMUEWAY TRE GOLUB 5 ois icccorevsceesenes 25,255,960 27,699,306 
Uncollectible railway revenues............ 80,587 66,477 
Railway operating income......... 30,848,628 51,329,445 
Equipment rents—Dr. balance............. 7,563,620 8,890,772 
Joint facility rent—Dr. balance........... 2,661,079 2,785,105 
Net railway operating income..... 20,623,929 39,653,568 
Ratio of expenses to revenues (per cent)... 79.02 78.61 
~~ *Ineludes $5,521,121 increase from “Ex Parte 103.” 
tIncludes $1,554,914 sleeping and parlor car surcharge. 
§Includes $2,263,435 sleeping and parlor car surcharge. 
4includes $104,774 increase from ‘‘Ex Parte 103.’ 
FOUR MONTHS 
1932 1931 
Average number of miles operated........ 242,049.86 242,183.23 
Revenues: 
ce OC TOT Te *$ 846,837,509  $1,109,624,029 
NON cnicy gine cask Gaeseiewkwusseeous 137,311,560 $194,205,818 
ee ame ears Riuacateat hale boreal eameace aie 32,908,875 35,179,491 
MN. -Gisicineuismutbatan cvaceredashs eae ss 18,899,810 28,825,654 
All other transportation §38,739,270 48,075,609 
+4. ccadotacen esse wrseaideee te 23,633,536 30,111,197 
I TI on 6 666:0:0:0:64:5.004.06.00 0040 3,160,423 3,756,850 
Joint facility—Dr........ NuiaeteeLeacws 1,027,477 1,061,649 
Railway operating revenues........ 1,100,463,506 1,448, 716,999 
Expenses: 
Maintenance of way and structures... 123,229,354 183,268,723 
Maintenance of equipment ............ 225,557,885 299,867,142 
MED hticck sere Nbwccssadsticsaweweneeas 34,378,983 40,063,697 
IEIIOUS | on. od0 ss 0 0-008000000b006000 425,538,779 549,474,552 
Miscellaneous operations .........+..+. 10,514,712 14,788,649 
EE LEO eeee 55,928,225 63,244,699 
Transportation for investment—Cr.... 1,264,468 2,170,819 
Railway operating expenses ...... 873,883,470 1,148,536,643 
Net revenue from railway operations..... 226,580,036 300,180,356 
MRUWEY TAX ACCTUMIG oo cccecccccccvescescs 99,883,464 108,665,122 
Uncollectible railway revenues ............ 312,068 286,707 
Railway operating income......... 126,384,504 191,228,527 
Equipment rents—Dr. balance............. 28,455,971 33,002,755 
Joint facility rent—Dr. Balance........... 10,383,512 10,039,049 
Net railway operating income...... 87,545,021 148,186,723 
Ratio of expenses to revenues (per cent).. 79.41 79.28 


*Includes $20,998,159 increase from “Ex Parte 103.’’ 
yIncludes $7,024,159 sleeping and parlor car surcharge. 
tIncludes $9,823,316 sleeping and parlor car surcharges. 
§Includes $380,906 increase from ‘Ex Parte 103.’’ 





PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for April 
shows 6,969 cars held overtime—a percentage of 05.26—as 
against 10,384 cars—a percentage of 05.57—for the same month 
of 1931. 
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U. 8. COMPETITION WITH BUSINESS 
The Trafic World Washington Bureau 


The railroads, through Alfred P. Thom, Jr., general sol- 
icitor of the Association of Railway Executives, have asked the 
House committee investigating government competition with 
private enterprise, that “there should be included within the 
scope of the investigation to be conducted by this committee 
certain types of government competition with the railroads or 
government subsidy of their competitors.” 

Mr. Thom said all the rail carriers asked was that the com- 
petition with the railroads should be fair and equitable, and 
added that the railroads had constantly and consistently re- 
fused to be placed in a position of opposition to the develop- 
ment of any legitimate form of transportation service which 
was economically justified—in other words, a service that paid 
its way and was demanded by the public. Continuing, he said: 


Without referring to or including in any way the results of the 
business depression of 1930, and basing this statement entirely on 
the period ended with December 31, 1929, the following facts are 
of significant interest. 


—Increased— 
Revenue Passenger 
ton miles miles 
eS Oe RR ee ere ree 85.8% 35.4% 
I SE ES 5.5 Gina aha sia $0 ee nioimaldewe a ealaale 80.1 101.6 
Se ORS ee ene eee 62.2 46.5 
ee Ie 8.8, and 


passenger miles actually decreased 34.2 per cent. 

Traffic handled over the inland waterways (excluding the Great 
Lakes) increased in the period from 1920 to 1928, 93.5 per cent. 

The number of motor trucks increased in the period from 1920 
to 1929, 235.9 per cent, and the number of motor buses increased 
approximately in the same period 825 per cent. 

It is universally conceded that notwithstanding comparatively 
recent developments in transportation, the railroads are still, and 
so far as human foresight can reveal will continue to be, essential 
to the public welfare. If the rail carriers are essential, they should 
be preserved. The adequacy of the service which they can perform, 
however, is seriously endangered if other forms of transportation 
are not on a fair competitive basis. * * * 


U. S. Barge Competition 


First there is in operation today a government-owned corpora- 
tion known as the Inland Waterways Corporation which is operating 
on the Mississippi and Warrior Rivers. The rail carriers question 
the propriety of the government’s entering into competitive trans- 
portation operation with them. They are also opposed to being sub- 
jected to a competition wherein the competitor is relieved from im- 
portant items of operating cost which the rail carriers and private 
enterprises generally must meet out of revenue. Specifically, the 
Inland Waterways Corporation not only has its highway made avail- 
able and maintained for it out of the public treasury, but in addition 
it also operates without any requirement to pay taxes such as are 
assessed upon private enterprise, or to pay interest on the capital 
which has been given it by the government. 

Highways 

The next question with respect to which we urge upon this com- 
mittee the development of the facts is as to federal contribution to 
the construction of state highways. While it is recognized that the 
construction and maintenance of highways contribute to the social 
intercourse of our people and that they are used by many for non- 
profit purposes, yet it is well known that buses and trucks operating 
for compensation are carrying a substantial amount of traffic over 
such highways. These transportation agencies are in competition 
with the rail carriers, who own, construct and maintain their own 
right of way, roadbed and rails on which they operate and whose 
taxes contribute t6 the construction and maintenance of the high- 
ways. In the eight-year period from 1923 to 1930, both inclusive, there 
was appropriated $731,587,008 by the federal government for federal- 
aid-state highways. 

Is the policy of this country to be that, progressively and with- 
out definite limit, its highways are to become great avenues of com- 
merce? One public official, the chief of the bureau of public roads, 
. quoted in the April, 1932, issue of the Scientific American as fol- 
ows: 

“We are not investing the large sums we are pouring into this 
newest of the great works of internal improvement simply to pro- 
vide pleasure roads for motorists. The purpose is much more serious 
than that, as I have tried to indicate. It is commerce as well as 
personal travel that we are providing for—a kind of commerce, an 
intensity of commerce that will not be possible unless we have these 
roads. It is absolutely necessary that we build for trucks as well 
as automobiles.” 

It is our judgment that the question of the future policy in this 
respect and of what return, if any, the federal government has re- 
ceived from the substantial sum already apprporiated should be mat- 
ters for the consideration of this committee. The contribution by 
the federal government of substantial sums to aid in the construc- 
tion of state highways from which it receives little or no return, 
sonatitutes a government subsidy to a competing form of transpor- 
ation. 

We are aware that reference has been made from time to time 
to the fact that the railroads in the early days received gifts from 
the government. At the proper time we will show that these were 
not comparable to the present situation. 

_It is earnestly urged that this committee develop all the facts 
with reference to these two important questions. We will endeavor 
to cooperate with the committee in every way. 


Other Competition 


There may be other forms of government competition which 
affect the railroads, but I am not at the present time authorized to 
bring them to your attention. A study is being made and TI trust 
we shall be permitted to do so at a later date in the event we con- 
clude that there are other instances of government competition with 
the railroads which are important enough to be considered by this 
committee. 

IT would like to further say that I am not authorized to speak for 
the Railway Express Agency with reference to the competitive situa- 
tion between its business and the government-conducted parcel post. 
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It may be that this agency will wish to ask that that question be 
included within the scope of this investigation. I trust that nothing 
that I have said will be construed as foreclosing any request which 
the Railway Express Agency may wish to make of this committee. 


Barge Line Competition 


Edward F. Goltra, of St. Louis, Mo., who has had a con- 
troversy with the War Department and Inland Waterways Cor- 
poration, the government barge line agency, over barge line 
operations on the Mississippi River, asked the committee to 
go into that situation as a part of its inquiry into government 
competition with private enterprise. He said that in his barge 
operations he had been compelled to charge rates equivalent 
to the rail rates while the government barge line rates were 
80 per cent of the rail rates, and that as a result the Goltra 
barges could not operate successfully and the Secretary of 
War canceled the contract under which Goltra was operating 
barges owned by the government. 

“By reason of the millions of dollars of government money 
available to the government barge line, it could put any private 
operator out of business,” said he. “The government could 
underbid anyone on a port-to-port rate because the government 
line does not have to report their port-to-port shipments to the 
Interstate Commerce Commission. I think the government 
barge line is operating at a loss, despite the praise it has been 
given.” 

Mr. Goltra advised the committee that he planned to resume 
towing operations on the Mississippi and its tributaries, from 
which he said he had been driven by unfair competition prac- 
ticed by government officials in charge of the barge line. Under 
present conditions, he said, the government barge line could 
make as low port-to-port rates as it pleased and that as the 
commodities he contemplated transporting would require prin- 
cipally port-to-port service, “we know from our previous expe- 
rience we will be subject to competition from a competitor hav- 
ing unlimited Treasury resources and, therefore, capable of 
making such low rates and for a sufficient period as to again 
throw us out of business, unless Congress acts.” 

“Consequently,” said he, “as the competition we have been 
subjected to has been ruthless—which we are prepared to prove 
—we are justified in asking that the committee grant us a 
hearing at such time and place as it may designate, that our 
attorneys may present facts and the proof of the aforesaid 
unfair competitive practices, to the end that the committee may 
at first hand satisfy itself of such practice and being so satis- 
fied, recommend to the Congress such suitable remedial legis- 
lation as it may see fit.” 


The Short Lines 


Bird M. Robinson, president of the American Short Line 
Railroad Association, appealed to the committee to investigate 
unfair competition with the short line and other railroads as 
the result of improvement of highways and waterways. 

The short lines, said he, had suffered more than any other 
transportation agency from unregulated competition of com- 
mercial busses and trucks on government highways, without 
any charge for cost or maintenance. 

From 1920 to 1930, he added, 7,214 miles of short line rail- 
roads had been abandoned, an average of 721 miles a year of 
that class of roads destroyed largely by unfair competition of 
commercial busses and trucks. 

Unjustifiable waterway improvements also were attacked 
by Mr. Robinson. He said the government was engaged in im- 
proving waterways that would never produce anything but 
additional costs. The short lines, he said, did not oppose im- 
provements of important rivers and of harbors where neces- 
sary to move commerce. He asked that the committee investi- 
gate the activities of the government with respect to waterways 
and especially the Inland Waterways Corporation, the govern- 
ment barge line agency. 

Mr. Robinson said if the present highway abuses were not 
corrected, the cost of maintaining highways would increase 
enormously and a constantly increasing number of railroads 
would be scrapped and the result would be chargeable to the 
government. 


POSTAL RATE INCREASE 


Warning that failure to pay the increased first-class mail 
rate of 3 cents—instead of 2 cents—an ounce, on and after 
July 6, will delay the dispatch and delivery of mail, cause 
confusion, annoyance, and inconvenience, and impose on the 
postal service unnecessary labor and expense, has been given 
by Third Assistant Postmaster General F. A. Tilton. The in- 
crease was imposed by the revenue act of 1932. 

Postmasters throughout the country have been notified that 
they shall, on and after July 6, see that postage is paid at the 
rate of 3 cents an ounce or fraction thereof on letters and 
other first-class mail matter, except postal cards and private 
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can be made to contribute materially to lessen sales resist- 
ance. Manufacturers who are serving the great centers of 5 \ 


With the trend continuing toward lower commodity prices, 

savings realized from more efficient transportation service 

population will find it to their advantage to utilize these : 
facilities. 3 LA Le i $4 / capes, ii s:y ; 3 













at Norfolk. Va. 


At this great terminal property there is every moder 
device for the rapid and economical handling of cargoes. 
There are three piers, each 1300 feet long, and four oper 
bulkhead berths. Eight warehouses provide 2,200,000 
square feet of floor space. They are served by depressed 
tracks and concrete drives. The receiving, delivering and 
classification yards have a capacity of 4000 cars. The 








: Sen 3 SS es ‘ Ss property is served by Norfolk’s eight trunk-line railroads. 
NorFoLtk TipEWATER TERMINALS Geo 
at Buftalo, N. Y. James A. Moore, Manager 
Modern warehouses, located in the very heart of the InlaeAarPSsRaRjDen!ARsSReseSs 
wholesale and retail districts, are served by all railroads gs ae ae aE~aE ar og 


entering the city, Great Lakes steamers and New York 
Barge Canal lines. Suburban auto trucking companies 
maintain offices within the warehouse. Special attention 
is given to pool-car distribution. We offer every service 
that your own branch could furnish other than selling 
the merchandise. 
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Keystone WarEHOuSE CoMPANY 
W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets 
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at New York 


Here manufacturers are offered every possible service 
that their own factory branch could furnish other than 
selling the merchandise. “Store Door” delivery service 
provides economical, efficient distribution. Carload ship- 
ments to and from terminal are handled without loading 
‘ or unloading charges to the shipper. Double-decked 
terminal 1300 feet long by 150 feet wide located within 
the free lighterage limits affords unequaled facilities for 
the movement of inbound and outbound steamship freight. 
Storage, handling and insurance rates are the very min- 


imum. 
_ ATLANTIC TipEWATER TERMINALS 
George W. Green, Vice President and General Manager 


17 State Street 4 
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Centralized management insures a highly efficient, uni- 
form service to vessels and cargo interests alike through- 
out the entire chain. Waterside storage and direct transfer 
ship to rail eliminates one or more handlings. Ultra- 
modern machinery provides the safe movement of all 
classes of merchandise with the utmost safety and dispatch. 
Fireproof buildings with complete sprinkler system enable 
our patrons to enjoy the lowest possible insurance rates. 


at Philadelphia 


Here fifteen large ocean cargo carriers can be worked 
‘imultaneously. Waterside storage. 25-acre yard devoted 
to the storage and distribution of lumber. New concrete 
ind steel shed 3,000,000 board feet capacity for the storage 
of kiln-dried and finished lumber—served by P. R. R. and 
Reading sidings. Every facility for the loading and un- 


loading of the railroad cars and motor trucks under cover. — . a a 
C PHILADELPHIA TiwewaTeR TERMINAL at P hiladelphia 
nies eee _— Aan ed oe Shemmmer Eleven mammoth warehouses, conveniently located 
a oo throughout the city, provide over 2,100,000 square feet 


Ca of excellent storage space. Each property is served by 
Sea aaa ae ale ae 


[ FR T F RM IN ALS P. RR. sidings. We are the largest operators of ware- 


houses in Philadelphia and are equipped to furnish all 
} 


kinds of service incident to the handling of package freight 
on L. C. L. shipments. Liberal eash advances on stored 
Pn 
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E 5esident , [ZX : ee i Richard D. Jones, Western Traffic Manager 
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goods. Low insurance rates. 
MerRcHANTS WAREHOUSE COMPANY 
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mailing or post cards; and also except drop letters mailed at 
offices where letter-carrier service is not established and the 
addressees are not served by rural or star-route carrier. Other 
information sent to postmasters by Mr. Tilton follows: 


Drop letters, that is, letters mailed for delivery from the office 
at which posted, are required to have postage paid on them at the 
rate of 3 cents an ounce or fraction thereot when mailed at letter- 
carrier post offices, including offices where village delivery service 
by carrier has been established, or at offices which are not letter- 
carrier offices if the persons addressed are served by rural or star- 
route carrier; and 1 cent for each ounce or fraction thereof when 
mailed at offices where letter-carrier service is not established, pro- 
vided the addressees are not served by rural or star-route carriers. 
There is no drop rate on mail other than letters. When any persons 
or concerns of any city or place send their letters in bulk for mailing 
for local delivery at a post office in another place where the 1-cent 
drop-letter rate is applicable, such letters are not drop letters and 
are not entitled to the 1l-cent drop-letter rate, but are subject to 
postage at the rate of 3 cents an ounce or fraction thereof. 

Letters mailed at a post office for delivery to patrons thereof by 
rural or star-route carrier and those deposited in boxes along a rural 
or star-route are subject to postage at the rate of 3 cents an ounce 
or fraction thereof. 

Letters in business reply envelopes are subject to postage at the 
rate of 3 cents for each ounce or fraction thereof plus 1 cent additional 
for each letter. 

When a letter or other first-class matter subject to the rate of 3 
cents an ounce or fraction of an ounce is prepaid less than 3 cents, 
the letter or other matter shall be returned to the sender, if known, 
for the deficient postage. If the sender is not known, it shall, if pre- 
paid at least 2 cents, be rated with the deficient postage and dis- 
patched to its destination for collection of the amount due upon 
delivery to the addressee. Letters and other first-class matter pre- 
paid less than 2 cents shall be treated as prescribed by section 529, 
Postal Laws and Regulations. 


As to air mail, Postmaster General Brown has issued the 
following: 


Order No. 2564.—Effective July 6, 1932, paragraphs 3 and 5, sec- 
tion 385, Postal Laws and Regulations, are amended to read as follows: 

: The rate of postage on mail carried by airplane shall be 8 cents 
for the first ounce or fraction thereof and 13 cents for each additional 
ounce or fraction thereof, regardless or distance. Such postage in- 
cludes the transportation of mail to and from the air-mail route. 

5. The postage on all air mail should be fully prepaid in order 
to expedite its handling, and postmasters shall make every effort to 
have patrons prepay the full amount on such matter. Nevertheless, 
short-paid mail intended to be carried by airplane shall, if it bears at 
least 8 cents nostage, be rated with the deficiency and dispatched as 
intended by the sender, the amount due to be collected on delivery 
of the matter. 


POSTAL RATE INQUIRY 


Representative Buckbee, of Illinois, has introduced a joint 
resolution (424) providing for appointment of a special sub- 
committee of the post office and post roads committee to in- 
vestigate and report on a revision of the postal rates. 


DRY GOODS TRAFFIC GROUP 


“With the great variety of items handled by the modern 
department store it is necessary to make use of different forms 
of transportation, in some instances those providing fast serv- 
ice at high rates and in others, where time is not the controlling 
factor, the lower cost agency is used,” said Donald Moore, 
traffic manager of the Pittsburgh Chamber of Commerce, in an 
address before the Traffic Group of the National Retail Dry 
Goods Association at the annual meeting of the association 
in Pittsburgh June 14. His subject was “Transportation Trends 
—Their Significance to the Retailer.” He outlined recent trans- 
portation developments of particular importance to the retail 
dry goods store, touching on store-door delivery as provided by 
some of the railroads, highway, and express services. 

“The use of truck transportation has presented many prob- 
lems to shippers, the most important being that of protection 
against loss through liability for personal injury, property dam- 
age or damage to freight or pilferage, he said. “Although the 
truck owner may show insurance policies covering, there are so 
many forms that it is a difficult matter for a shipper to deter- 
mine whether or not he is fully protected. The leading insur- 
ance companies are now working toward uniformity in inland 
marine insurance contract provisions to correct this cendition, 
as was done by the Interstate Commerce Commission in adopt- 
ing a uniform bill of lading for rail shipments.” 

After explaining in detail the insurance problems involved, 
Mr. Moore summarized the legislation and judicial decisions 
relating to freight forwarders and trucks. 

Efficiency in the operation of the receiving department of 
a store was discussed by S. Berkovitz, controller, McCreery and 
Company, Pittsburgh. He emphasized the importance of the 
work of the traffic manager in connection with receiving and 
routing goods, and allied duties. 

“Not an unimportant part does the receiving room play in 
improving the operation of the store at large,” he said, “inas- 
much as it is here that merchandise is started on its journey 
to the consumer. Thus in a well-conceived and well-conducted 
receiving room, it is possible to eliminate a great deal of the 
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confusion attendant upon the receiving of large quantities of 
goods, and expedite their delivery to the various selling de- 
partments. 

“It is here that the traffic manager assumes special signifi- 
cance, for it is upon his particular duties that the efficiency of 
the receiving room rests. The more salient phases of the offices 
of the traffic manager may be summed up briefly: ist, routing 
of orders; 2nd, receiving and recording of merchandise; 34d, 
checking of merchandise against invoices; 4th, marking of mer- 
chandise; 5th, remarking of merchandise. 

“In the routing of orders, the traffic manager should ascer- 
tain from the buyer just when the merchandise is needed. In 
the case of goods not urgently needed, he can effect a saving 
by specifying freight shipment; and in merchandise needed im- 
mediately, by specifying express shipments he effects economy 
of time. 

“By having all express packages originating in New York 
and weighing 70 pounds or less, delivered to a central point and 
consolidated for express shipment, we have found it possible 
to reduce materially the larger transportation charge necessi- 
tated by this latter type of order. 

“In the receiving of merchandise it is of the utmost im- 
portance to check the weight of packages and also the rates of 
transportation, as we have found that the transportation com- 
panies frequently make errors. Complete record then should be 
made of all shipments received. I do not believe it necessary 
to have elaborate forms; in fact, the simpler the better. 

“Let us not forget that care should be taken to note whether 
shipper has followed shipping instructions. If not, shipper 
should be charged back for whatever excess costs are entailed. 
We have made very large savings by watching this particular 
detail very carefully. We consider it so important that we 
check this in the comptroller’s department.” 

Prompt marking and remarking of merchandise, and de- 
livery to selling departments, aids the store in selling merchan- 
dise at a profit, he said. Delays in the receiving and marking 
room not only cause loss of sales, but in the case of fashion 
merchandise, actually cause markdowns to be taken before mer- 
chandise can be disposed of. 

Study should be given to the type of price tags used for 
marking various articles, as economy of both time and money 
may be effected, he held. “Some time ago, in our own marking 
room, we were using expensive foldover tickets for marking 
linens, regardless of their value,” he said, by way of illustration. 
“After careful thought, we decided to use pin tickets to mark 
the less expensive linens and towels, and in some instances we 
found we could use gummed labels. We consequently saved not 
only on the cost of the price tickets, but we actually cut down 
the time that was necessary to mark the merchandise. 

“All invoices should be signed for promptly by the buyers 
and returned to the controller’s office at once. This not only 
enables the accounting department to give prompt and accurate 
records to the merchandise managers, helping them to have 
better control of the various stocks, but also permits the con- 
troller’s office to pay bills punctually so as to earn all discounts.” 


UNSOLICITED MERCHANDISE 


The Senate has passed S. 1663, a bill providing that here- 
after unsolicited merchandise which any person desires to send 
for the purpose of sale to the addressee shall not be accepted 
for mailing. The term “person” is defined as an individual, 
partnership, corporation or association, except any religious, 
charitable or eleemosynary society or institution. The Post- 
master General is authorized to prescribe regulations governing 
the mailing of unsolicited merchandise by the organizations 
exempted. 

Senator Hayden, of Arizona, said the bill was designed to 
end a “racket” that had been going on for some years—the 
sending of umsolicited merchandise through the mails to the 
annoyance of the public. The measure was sent to the House. 


RAILROADS AND COAL 


Senator Davis, of Pennsylvania, in a revision of his bill 
(S. 2935) providing for a federal commission to regulate the 
bituminous coal industry, has eliminated the following from 
the bill: 


Sec. 8. After the taking effect of this act no railroad or carrier 
subject to the provisions of the interstate commerce act shall build 
any siding or switch, or cut its lines for any siding or switch to any 
bituminous coal mine or tipple, until after it has received permissior 
from the Interstate Commerce Commission so to do, and such permis- 
sion shall only be granted upon approval of the Bituminous Coal 
Commission. 


This provision was subjected to criticism in the hearings 
on the measure before the subcommittee of the Senate com- 
mittee on mines and mining. A number of other changes have 
been made in the bill by Senator Davis. The revised bill has 
been submitted to the subcommittee. 
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June 18, 1932 


A RAILROAD FREIGHT HOUSE AT THE 
DOOR OF EVERY BUSINESS CONCERN 


Editor The Traffic World: 


It is not from choice but from necessity that the public is 
forced to patronize a new found transportation service. Business 
conditions have radically changed in the past few years and 
the old rules are out of date. New influences are at work every- 
where, a new era of progress is at hand. We must master this 
new situation. In this, the railroads are no exception. 

The features of the conditions that are disturbing trans- 
portation today are so complicated that legislation to remedy 
these evils is almost an impossibility under existing circum- 
stances. One of the most perplexing is the motor truck problem. 

Why do shippers choose truck service? Whether his ship- 
ment be emergency, rush or regular, whether it travel 10 or 300 
miles, the truck operator is giving him overnight service and 
early morning delivery direct to customer. In addition the truck 
operator performs a complete transportation service from door 
of shipper to door of consignee, and at rates equal to, if not 
lower than, those charged by rail lines. Even where the time 
element does not enter into the picture truck service is more 
flexible and transports at carload rates much smaller lots than 
are possible by railroad. 

In comparison, the railroad, operating between point of 
origin and destination, requires that shipper make delivery to 
its freight house, which is often far from his place of business, 
and to make that delivery shipper must either carry the heavy 
burden of operating his own truck or pay a truck operator for 
this service. In either case it is a handling cost that he must 
pay over and above the rail-freight cost, and he must make two 
contacts, one with the truck operator and one with the railroad, 
before shipment is started forward. 

Then there is the matter of preparing lading, shipping in- 
structions, etc., and following up the shipment to see that the 
customer is not inconvenienced by delay in transit. The cus- 
tomer or consignee must likewise pay for that same extra ser'v- 
ice cost at destination and there is no assurance of next morn- 
ing delivery. ; 

It is not expected that shippers or receivers of freight be 
charitable institutions and take pity on a carrier because he 
needs the revenue on which to do business; therefore, they 
favor that type of service that offers the greatest savings and 
they play the game of self preservation. He, too, must meet 
competition and if he is successful he does it with quality, quan- 
tity, salesmanship and unexcelled service. It is no more ex- 
pected that a shipper should patronize a freight carrier because 
that carrier was the first to provide a transportation service 
than the buying public should purchase or select a manufactured 
product marketed by a firm simply because that firm was the 
first to place such an article on the market when there are 
others of superior value. 

The railroads have lost a tremendous volume of both car- 
load and L. C. L. business to truck service and they are faced 
with insufficient revenue to carry on and maintain the highest 
standard of efficiency. With the return of this lost revenue, 
business conditions being normal, railroad prosperity can be 
assured. 

Nok, Mr. Railroad Executive, you want to get this business 
back. You know what the other fellow is doing and how he 
gets his business and why. Can you make such improvements 
as will enable you to provide a superior transportation service 
of greater value to the shipper than any other that now exists? 
Yes! Can you build up a public relations and sales force to 
sell this service to the entire public? Yes! Can you eliminate 
your strongest highway road haul competitor, the truck operator? 
Yes! But, you cannot put him out of business. Then how 
can you deal with him? Suppose we study his situation in 
relation to yours. 


I am in the trucking business. There are certain commod- 
ities and a large portion of transportation business that I 
cannot handle, but there is a large volume of certain com- 
modities, available for transportation in both carload and L, C. L. 
lots, that I can transport by truck, and for obvious reasons, I 
can perform this service for the shipper at real economic 
savings, even should there be enacted legislation that would 
require me to pay a reasonable tax for this privilege. 

I can see that, sooner or later, the railroads will combine 
direct pick up and delivery service with rail service, which 
would be welcomed by me, provided that private truck operators 
would be allowed to contract to act as carrier between ship- 
per and rail terminal, otherwise I would continue as a road 
haul carrier in order to get something out of my investment. 

I could make much greater earnings on my investment by 
confining my operations within a city’s industrial district where 
I would receive a very low rate per 100 pounds but enjoy a 
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large turnover in tonnage handled per day for each truck. 
This would enable me to establish my own truck terminal and 
keep my trucks operating within close range of it, thereby 
cutting down my overhead, repair, operating and man-hour 
expense. I would be glad to see truck service coordinated with 
rail service, provided, however, that you as road haul carrier 
would speed up the movement of freight to reach its destina- 
tion as quickly as by truck and provide for a like delivery 
service to consignee at destination, as that would be necessary 
in order for me to assure a shipper that he could get no bet- 
ter service elsewhere in case I become party to such service. 

For my service I would exact a small portion of the rail rate 
according to the class of commodity handled and you would 
get the remainder less a like delivery cost at destination. 
As it is now I handle a large volume of both carload and 
less carload traffic from which you get no revenue and from 
which I get little profit. If we can coordinate our service, we 
can eliminate road haul truck traffic, and we will both handle 
all L. C. L. freight available for transportation, increasing 
your earnings millions of dollars and giving me enough profit 
to make my business a paying one. I am sure that you appre- 
ciate that the public is not willing to adhere to and will vigor- 
ously fight against any act that will deprive them of direct 
pick up and delivery service. 

Now, let us deal with the railroad situaiton. You and I 
are in the railroad business and we are faced with truck com- 
petition. Our losses are greater than we would like to admit, 
but we have to deal with facts. We cannot escape the fact 
that times have changed so radically that the transportation 
field has undergone these radical changes along with other lines 
of business. We are like any other business; we do not want 
to operate at a loss and we don’t want to lose our leadership 
and patronge, so we look for a Way out, 

We can’t afford to drive more business away by raising 
freight rates on what business we have enjoyed. We need addi- 
tional revenue to improve our properties and service, and to 
assure sound investment in our securities. If we could get 
back the revenue lost to the trucks, and business being normal, 
we could get back on our feet. So we get our heads together 
and put our house in order, and, after careful study, we come 
to the conclusion that it is necessary to make some changes in 
our policy, and we have decided that: 

We (the railroads) have facilities for transporting every 
known commodity; we have the power and can make the speed; 
we serve every community, but we do not have a freight house 
at the door of every business concern. It appears that the 
shipper and receiver of freight demands that we perform a 
complete transportation service from door of shipper to door 
of consignee and absorb all the cost. The inventive genius of 
man and his ability to promote the production and use of a 
more flexible and serviceable transportation agency (the motor 
truck) has in effect made a freight house of every shipper’s 
door. After consideration of these facts we have discovered 
that by coordinating truck service with rail service we can 
solve our own problem, 

A large volume of this truck business moves on emergency 
orders and requires over-night delivery, some of it requires 
immediate movement, and some of it can be given more time 
in transit; however, the economic feature to both shipper and 
receiver enters into all the movements and the truck comes 
into the picture as a means of savings in transportation costs 
through direct store door pick-up and delivery service, and 
provides a better means of expediting shipments—which helps 
to increase production and sales. 

We will contract with truck operators, on an equitable rate 
basis, to act as carrier between freight terminals on our rails 
and shipper’s or consignee’s door and pay him for such serv- 
ice out of the freight revenue. In the larger cities our freight 
houses will be kept open for business 24 hours a day and our 
facilities will be improved to assure the quickest possible 
forwarding and delivery service. Means, mechanical and other- 
wise, by which we can provide adequate service and lower rates 
will be made use of. New developments will be tested out to 
demonstrate their efficiency, and the successful ones will be 
adopted. 

Our freight train service will be on class schedules: An 
express train in freight service, a manifest freight train on 
passenger train schedule, a local freight on local passenger 
schedule, and heavy tonnage trains. We will operate as many 
of these trains as business may require. 

In our express trains we will operate baggage, express, re- 
frigerator and package freight cars. We will eliminate ex- 
pensive express terminals and give the same or better service 
at freight terminals, utilizing baggage, express and refrigerator 
cars to maximum capacity, getting more revenue out of our 
special equipment by means of greater volume and less operat- 
ing expense. These trains will carry all rush, emergency and 
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over-night orders, with cars made up for various cities, con- 
nections and concentration points and will be pulled from 
freight houses and terminals in record time and speeded across 
the country at 60 miles an hour. 

Where we are required to run passenger trains that do mot 
pay we will consolidate them into freight-expense, and passenger 
service and will cooperate with all railroads in eliminating 
unnecessary passenger trains and make way for greater speed 
in freight service. 

The manifest freight train will be made up of box, con- 
tainer, flat and gondola cars carrying both carload and L, C, L. 
bulky, container and package freight requiring fast but not 
over-night service. We will schedule these trains at 50 miles 
an hour and allow no delay in transit or at interchange or 
destination terminals. 

The local freight trains will carry container, package and 
rush carload freight for small stations and will be scheduled 
to leave terminals at the latest hour to reach the last station 
not later than 10 a. m. Shipments originating at points off 
the local division will be transferred from freight express or 
manifest trains, in break-bulk cars, to a local train at the ter- 
minal offering quickest delivery to the small station. If the 
schedule permits these trains may return to initial terminal, 
performing local switching service on their return trip, but 
performing no switching service on their initial trip except 
to set out and pick up package cars. 

Other trains will handle all other class of freight and per- 
form switching service. Terminal switch engines will be classi- 
fied; short trains and clear track given to those handling rush 
cars, and trains be made up with little delay. 

We have a large number of cars of various types with 
steel underframes, that now require heavy repairs, which we 
will convert into flat cars for carrying movable containers, etc. 
The movable containers will be weatherproof and set on adjust- 
able wheels so that they can be quickly transferred from truck 
to car or vice versa, and locked in place for transit; they will 
be made of various dimensions to fit on truck chassis. A flat 
car will carry several of these containers and instead of setting 
out a car, the container will be transferred to truck or plat- 
form. The containers may carry freight for One or more con- 
signees and the truck operator will distribute accordingly. 
Containers can also be easily interchanged with connecting line 
carriers. 

These flat cars will, also, be equipped for quick and secure 
loading of automibiles and other freight, and, as truck service 
is open-top, we will make a lower rate for open-top flat car 
service than for closed car service. We will give rapid switch- 
ing and terminal service at plant locations and provide plat- 
forms for quick unloading at destination. 

The truck operator will unload container or loose package 
freight from train, car or platform, and as all railroads will 
use a uniform waybill with freight bill attached, he will make 
delivery without delay, get a receipt, collect charges, and make 
payment to railroad. He may use the containers for forward- 
ing freight or return them empty. On the forwarding end the 
truck driver will issue d@ bill of lading which will show whether 
express, manifest or local service is desired and will make 
delivery to the proper rail terminal. There the billing will be 
rushed through at any hour of the day (except at small sta- 
tions) and the shipment will be placed in the proper car or 
container for immediate forwarding. 


To prevent cutthroat competition we think it wise not to 
operate our own trucks, but will contract with incorporated 
truck companies to perform this service for us, free of cost 
to the shipper, and without an increase in freight rates, lower- 
ing the rates where justified. Later, it might prove to our 
advantage to take over and operate the trucking companies. 

We are going to give the shipper this superior service on 
all less carload shipments. In addition, we will keep the truck 
operators’ spending money or purchasing power in the com- 
munity which he serves, put more railroad men to work, buy 
- new equipment, material and supplies with the additional 
revenue, keep the wheels of industry going, stabilize the value 
of our securities for the investor, assure continued favorable 
railroad tax payments, eliminate the truck as a hazard to the 
crowded highways, create a continued demand for the manu- 
facture of trucks. We will come to the front, again, as the 
leaders in promoting prosperity. 

We will reach out into the financial, industrial, commercial 
and mechanical world and secure the services of highly trained 
men with progressive initiative to work with our own highly 
trained and experienced men and build up a pulsing, living, 
human organization with a giant productive dynamic force of 
progress and stability, unsurpassed in history. 

We will sell this unexcelled service to the public through 
a new cooperative plan and establish ourselves as America’s 
leading industry. We will conduct a thorough research into 
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every angle of transportation and its future possibilities. We 
will cut our waste to the minimum, eliminate competitive waste 
and extravagance in administration, carry out our transactions 
in the interest of strictest business economy, find new means 
of improving our service, and offer our aid in promoting indus- 
trial, commercial and agricultural development and improve 
distribution and marketing conditions. Air service will become 
a part of our transportation scheme, and to provide a more 
flexible passenger service, busses may be put in operation be- 
tween favorable points. 

We will discontinue individual line tariffs, publish agency 
tariffs only, simplify their interpretation, equalize rate levels 
and reduce tariff costs to the minimum. We will establish a 
division of the American Railway Association or similar agency 
(representing all railroads) to act as a tribunal with power 
of authority to check and prevent abuse by any carrier or 
shipper of rate structures, shipping privlieges, circuitous routes 
or industrial switching service. 

Just as we were builders in the early days, today we are 
promoters of progress. We do not propose to destroy initiative 
and individual opportunity, but to create and encourage it. 
Our job is to demonstrate our true value to the world’s economic 
existence, Arthur L. Aldrich, 
Washington, D. C., June 9, 1932. Transportation Specialist. 





VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads in April 
amounted to 21,255,361,000 net ton miles, according to reports 
received from the railroads by the Bureau of Railway Eco- 
nomics. 

Compared with April, 1931, this was a reduction of 7,456,- 
122,000 net ton miles or 26 per cent, and a reduction of 13,644,- 
994,000 net ton miles or 39.1 per cent under April, 1930. 

In the Eastern district, the volume of freight traffic handled 
in April was a reduction of 22.2 per cent compared with the 
same month in 1931, while the Southern district reported a de- 
crease of 32.4 per cent. The Western district reported a de- 
crease of 28.8 per cent. 

The volume of freight traffic handled by the Class I rail- 
roads in the first four months of 1932 amounted to 89,402,100,000 
net ton miles, a reduction of 26,672,448,000 net ton miles or 23 
per cent under the corresponding period in 1931, and a reduc- 
tino of 51,852,190,000 net ton miles or 36.7 per cent under the 
same period in 1930. 

Railroads in the Eastern district for the four months’ period 
in 1932 reported a reduction of 20.6 per cent in the volume of 
freight traffic handled compared with the same period in 1931, 
while the Southern district reported a reduction of 26.4 per 
cent. The Western district reported a decrease of 25.5 per cent. 





WIRE COMPANY STATISTICS 


The Commission has issued its annual statistical statement 
(No. 3279) setting forth selected financial and operating data 
from annual reports of telegraph and cable companies for the 
year ended December 31, 1931. The statement, covering 13 
companies, gives totals, as follows: Miles of wire in service, 
2,349,257; investment in plant and equipment, $463,171,090; 
other investments, $25,498,085; cash, $11,803,656; materials and 
supplies, $11,841,703; total working assets, $53,535,038; capital 
stock, $143,299,579; unmatured funded debt, $108,980,000; total 
working liabilities, $30,096,814; accrued depreciation, $85,266,- 
064; total corporate surplus, $107,264,228; operating revenues, 
$142,792,317; operating expenses, $125,345,829: tax accruals, $4,- 
372,087; operating income, $12,662,153; net income, $4,029,247; 
dividends declared, $9,587,516; revenue messages transmitted, 
145,464,783; average number of employes, June 30, 1931, 77,559. 

Of the total of 2,349,257 miles of wire in service, the West- 
ern Union had 1,913,485, and the Mackay Companies, 379,635. 
The Western Union’s investment in plant and equipment was 
$323,559,165, and the Mackay Companies, $81,845,069. The West- 
ern Union had a net income of $5,974,500, and the Mackay Com- 
panies, a deficit of $3,725,031. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
May 15-31, inclusive, was 750,574 as compared with 731,792 cars 
the preceding period, according to the car service division of 
the American Railway Association. It was made up as follows: 


‘ Box, 322,717; ventilated box, 2,205; te solid FURY LETS, 55.605; total 
per beee ke a a on gg aay ;_ hopper, % ; total coal, 

,069; coke, 1, ; S. D. stock, 27,087, D. D. stock, 4,134; p 
14,566; tank, 574; miscellaneous, 1,477. a 


Canadian roads reported a surplus of 43,750 cars, made up 
of 38,500 box, 1,700 auto and furniture, 800 flat, 250 gondola, 
900 S. D. stock, 950 refrigerator, and 650 miscellaneous cars. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


EMAND for tonnage in the full cargo grain trade has been 

light in the last two or three days, though berth vessels 
have continued to do a fair business. The latest fixture reported, 
an Italian steamer for late June loading from Montreal or Sorel 
to Antwerp-Rotterdam for 32,000 quarters, was closed on the 
basis of 7c if one port of discharge, 7%c if two, a slightly 
better figure than the previous rates, but there was no indica- 
tion that it could be maintained in future fixtures. A few 
other cargoes had been closed earlier in the week at 7c, due 
presumably to the better demand prevailing at that time. 

A coal fixture made its appearance following a revival of 
inquiry in this market, which has been stagnant for a long 
time. There were indications that further business in this 
trade might materialize. The cargo reported was a 7,000-ton 
steamer from Hampton Roads or Charleston to Rio de Janeiro 
on the basis of $1.90, option Santos at $2.10 for July. 

A few transatlantic sugar cargoes were fixed, a recent one 
being a 6,000-ton boat from Cuba to United Kingdom-Continent 
on the basis of 14s 6d for the first half of July. Time charters 
were limited to the West Indies trade, the only other of in- 
terest being a motorship for one trip, delivery Vancouver, re- 
delivery St. Lawrence River on private terms for prompt loading. 

In the tankers division a Norwegian motorship of 2,644 tons 
was closed for two trips from California to Australia for July 
on the basis of 22s. 

Merger of the North Carolina Line and the Norfolk, Balti- 
more & Carolina Line, Inc., of Norfolk, is announced by J. S. 
Williams, president of the latter company. Under the new ar- 
rangement there will be two weekly sailings of the freight 
vessels of the two lines between Wilmington, N. C., and Nor- 
folk, Baltimore, and Philadelphia, via the inland waterways. 


EXPORT AND IMPORT RATE CASE 


The Traffic World Washington Bureau 


Edgar Moulton, for the New Orleans Joint Freight Bureau, 
on June 13 began the presentation of testimony in I. and S. 
No. 3718, export and import rates from southern ports, in behalf 
of port cities. Before beginning his testimony for New Or- 
leans he said that he approved all that had been said by the 
southern railroads in justification of the rates proposed by them 
to bring about a truly competitive situation as between the 
south Atlantic and Gulf ports on the one hand and the north 
Atlantic ports on the other. 


Further, he said that he wished to express his intense 
personal disapproval of the basis proposed by the Com- 
mission in its decision in the case created by fourth section 
application No. 2040 in which it granted relief provided that 
the export and import rates were made not less than 65 per 
cent of the domestic rates for any port or ports. The testi- 
mony in behalf of New Orleans was exhaustive in detailed in- 
formation as to facilities and amount of export and import 
business. 

Prior to the giving of testimony in behalf of the ports the 
southern railroads and interveners in their behalf was com- 
pleted by F. B. Clark and O. C. Olsen of the Missouri Pacific; 
Harold Scherer of the Texas & New Orleans; C. S. Tassin, 
a Southern Railway statistician; W. M. Rhett of the Southern 
Ports Foreign Traffic Committee, a railroad organization; T. E. 
Harris, a foreign freight agent of the Illinois Central; Leonard 
Simms, of the Detroit Board of Commerce, and Malcolm 
Stewart, of the Middle West Foreign Trade Committee, a shipper 
organization. 

The Washington hearing was completed on June 15, when 
the northern lines put in their justification for what they had 
proposed and stated the grounds of their opposition to the pro- 
posals of the southern railroads. They presented their witnesses 
after Arthur R. Burley, for the International Paper Company, 
had voiced the objections of that shipper to the proposals of 
the southern railroads which would result in putting newsprint 
paper from Newfoundland on the domestic basis from the south- 
ern ports, while European newsprint would be on the import 
basis. 

The case on behalf of the northern lines was presented by 
L. H. Kentfield and E. A. Hodkinson, for the trunk lines, and 
C. C. Plummer for the central territory lines. They presented 





the so-called Oliphant formula, somewhat revised, as the basis 
for the making of export and import rates in lieu of the pro- 
posals made by the conflicting carriers. That formula was 
presented, in its original form, in the hearing in fourth section 
application No. 2040, in the decision in which the Commission 
laid down the rule that the southern carriers might make export 
and import rates provided that the rates were not less than 
65 per cent of the domestic charges. 

While New Orleans started the testimony for the ports, that 
part of the program was not followed beyond the presentation of 
a part of the case in behalf of that city. The remainder of the 
New Orleans case will be presented at the New Orleans hear- 
ing. The other ports will present their views chiefly, it is now 
believed, at the final hearing in Washington. 


NOMINATION OF CHAIRMAN O’CONNOR 


T. V. O’Connor, who was chairman of the Shipping Board 
up to June 9, but whose term of office expired while his re- 
nomination was pending in the Senate, was subjected to fur- 
ther delay on consideration of his reappointment by the Senate, 
June 15, when the nomination was reached on the calendar. 
Senator Wheeler, on behalf of Senator McKellar, of Tennessee, 
asked that the matter go over for consideration later, the 
Tennessee senator having departed, Senator Wheeler said he 
understood, to attend the funeral of Representative Eslick, of 
Tennessee, who dropped dead in the House while speaking for 
the soldier bonus bill. 


MONEY FOR SHIPPING BOARD 


The appropriation for the Shipping Board for the next fiscal 
year will be reduced to $385,000, as compared with $423,270 
approved by the House, if the independent offices appropriation 
bill reported by the Senate committee on appropriations is 
finally approved. The committee also eliminated a provision 
in the bill authorizing an increase of from $185,000,000 to 
$250,000,000 in the ship construction loan fund administered by 
the board. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board June 15: 


1918—The New York and Porto Rico Steamship Company with 
Panama Mail Steamship Company: Arrangement covers through ship- 
ments of canned goods, canned salmon, dried fruit, beans and rice 
from Pacific coast ports to Porto Rico and Dominican Republic, with 
transhipment at New York. Through rates to Porto Rico are to be as 
specified in the agreement, while through rates to Dominican Republic 
ports are to be based on specified rates to Porto Rico plus arbitrary 
and tonnage and wharfage dues. Transfer charges at New York to 
be absorbed by the lines. ? 

1966—Gulf Pacific Line with Klaveness Line: Arrangement for 
through shipments from Gulf ports of call of Gulf Pacific Line to 
Oriental ports of call of Klaveness Line, with transhipment at Los 
Angeles Harbor or San Francisco. Through rates are to be same 
as applicable direct line conference rates. Transhipment expense is 
to be absorbed by the lines. 

1920—The New York and Porto Rico Steamship Company with 
Luckenbach Gulf Steamship Company, Inc.: Arrangement covers 
through shipments of canned goods, canned salmon, dried fruit, beans 
and rice from Pacific Coast ports to Porto Rico and Dominican Re- 
public, with transhipment at New Orleans. Through rates to Porto 
Rico are to be as specified in the agreement, while through rates 
to Dominican Republic ports are to be based on specified rates to 
Porto Rico plus arbitrary and tonnage and wharfage dues. Transfer 
charges at New Orleans to be absorbed by the lines. 


LOAD LINE LAWS 


The International Load Line Convention, drawn in July, 
1930, at London for the prevention of overloading vessels en- 
gaged in foreign commerce, is expected to become operative in 
November of this year, according to Commissioner Arthur J. 
Tyrer, of the Commerce Department’s Bureau of Navigation. 
Under the terms of the convention, it is necessary for five 
nations to ratify the convention. To date, the United States, 
Denmark, the Netherlands and Latvia have ratified it, although 
many nations have passed enabling acts that make load lines 
mandatory on vessels engaged in foreign trade. Continuing, the 
department says: . 


The history of load lines, or marks of safety, go back to the time 
of the Phoenicians. These ship owners of antiquity realized that 
marks on the sides of vessels would enable ships’ masters to know 
when all the cargo was aboard that could be carried with safety to 
life and property. 

Great Britain was the first of the modern nations to place legal 
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force behind the establishment of load line marks. At first, the law 
designated that load line marks should be placed on vessels, but the 
law failed to state where the marks should be. 

As a result, ship owners who were more intent upon profits than 
safety to ships and seamen began moving the marks higher and 
higher upon the sides of their vessels until some owners, in derision, 
placed the load line marks upon the masts. 

This open flouting of the law led Samuel Plimsoll, a member of 
the British parliament, to sponsor definite regulations for the placing 
of load line marks. 

Until 15 years ago, there were no definite regulations covering the 
placement of load line marks on American merchant vessels. At that 
time, a courtesy agreement was made whereby American ship owners 
would place load line marks on vessels in accordance with the British 
regulation. In March, 1929, Congress passed the present load line law 
in force in the United States. 

The load line of a vessel, which is not the painted mark at the 
water line but a disk 12 inches in diameter with various markings 
to determine the maximum draft of the vessel when operating in 
different waters, is determined under regulations of the Secretary of 
Commerce by the American Bureau of .Shipping. 


The State Department is cooperating with the Department 
of Commerce in its effort to prevent overloading of American 
merchant vessels, when in foreign ports, according to Arthur 
J. Tyrer, commissioner of the Commerce Department’s Bureau 
of Navigation. 

The State Department, at the request of the Commerce 
Department, has brought the load line act of March 2, 1929, to 
the attention of consuls at all seaports throughout the world, 
and instructed consular officers to call this regulation to the 
attention of ships’ masters. 

The consular officers have been directed to inform the 
department of violations of the load line act in foreign ports 
so that steps may be taken to prevent overloading and the 
consequent dangers to life and property. 

The Bureau of Navigation urged this procedure as it was 
believed the best way to cooperate with American shipping 
interests in avoiding the danger that accompanies an over- 
loaded vessel on the high seas. Representatives of the bureau 
are charged by Congress with the enforcement of the load line 
act. 


GRAIN VIA HUDSON BAY 


An effort to test the Hudson Bay route to Europe is to be 
made in July, according to the Canadian National Railways. 
Arrangements have been completed for the shipment of two 
million bushels of wheat via this route from Churchill to Liver- 
pool and the wheat is already moving over the Hudson Bay 
Railway to Churchill, where it will be stored in the government 
elevator until the arrival of the vessels chartered for the sea 
voyage. 

It is the first commercial shipment of wheat by this route. 
Last Fall the Canadian Government sent 250,000 bushels of grain 
overseas this way but it was an experimental shipment. The 
vessels made a good voyage and reached Liverpool in record 
time. The shipments this summer, however, are to be made 
by the Continental Grain Company, of New York, which main- 
tains offices in Winnipeg. The wheat has been bought by this 
company from the Saskatchewan and Manitoba pool elevators, 
the division of purchdse being for the purpose of establishing 
eastward and westward haulage costs and other data required 
if free movement of grain is to take place over this route. 

There is also a possibility that shipment of other com- 
modities may be made over this route. Negotiations are now 
proceeding with ship owners for a vessel which can handle 
live cattle and which also has refrigeration facilities to take 
care of a large shipment of butter, eggs, lard and cured meats, 
it is stated. 

The Minister of Railways in the federal government has 
announced that the Canadian government is co-operating with 
the independent companies engaged in using the new port this 
summer so that a fairly complete test can be given the route. 





NEW GRACE LINE SHIP 


Iliness made it impossible for Secretary Lamont of the 
Department of Commerce to attend the launching of the New 
Grace Line ship Santa Paula at Kearney, N. J., June 11. He 
was to have delivered a speech at that launching. Dr. L. S. 
Rowe, director of the Pan American Union, took his place, 
devoting his address to expressions of good will toward the 
republics of the western hemisphere and expressing the hope 
that the Santa Paula would be a messenger of prosperity. 

Instead of addressing the audience that witnessed the 
launching of the Santa Paula, Mr. Lamont sent a telegram say- 
ing that such an event as this should normally be one of 
pleasure, happiness and satisfaction. Today, he said, no doubt 
there was in the minds of owners of the ship a measure of 
anxiety. 

“But this ship was not built for a day, but for many years 
of service,” said Mr. Lamont in his telegram. “These men, who 
with vision and courage have gone forward in spite of difficult 
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conditions know, as we all do, that times will change, that we 
shall get back to more normal conditions once more, that there 
will be plenty of tonnage for this ship to carry—the exchange 
of goods between nations will again be as free and great as 
ever before. They do not believe, and we do not, that this 
government will repudiate its contracts with ship owners, who 
in good faith have undertaken great responsibility in building 
up and carrying on our American shipping. 

“Our government views with great satisfaction the launch. 
ing of a ship so representative of the best in the American 
marine construction as the Santa Paula. Please accept my 
sincere congratulations on the addition of the Santa Paula to 
the already splendid fleet of ships that now ply between our 
ports and those of Latin America.” 


MATSON-ISTHMIAN INQUIRY 


The Shipping Board has adopted a resolution declaring that, 
in the administration of the regulatory provisions of the ship- 
ping act of 1916, it is deemed necessary in the public interest to 
record, for such action, if any, as may hereafter be determined, 
certain information concerning transactions of the Matson 
Navigation Company and the Isthmian Steamship Company. 

The resolution directs each of the two companies to furnish 
the board’s Bureau of Regulation, within sixty days, informa- 
tion under oath in the form indicated as follows: 


(1) Full and complete memorandum showing in detail all action 
taken, shipments carried, the consignor, consignee, quantity and ports 
of origin and destination of each of said shipments, and/or payments 
made by Isthmian Steamship Co. to Matson Navigation Co. in respect 
to each of said shipments, pursuant to agreement between said 
carriers dated January 15, 1932, copy of which agreement is attached 
(omitted). 

(2) Full and complete record of each and every contract of 
Matson Navigation Co. with the so-called Sugar Agencies, and with 
any of said agencies, to provide transportation from Hawaiian Islands 
to Atlantic Coast and Gulf ports of the United States, referred to in 
said agreement of January 15, 1932, such record to consist of true 
copies of all of said contracts. 





SERVICE TO PUERTO RICO 


With the sailing of the S.S. “Willkeno” from Puget Sound 
June 7, the Williams Steamship Corporation established regular 
service from all Pacific coast ports to Ponce, Mayaguez, and 
San Juan, Puerto Rico, en route to its regular ports of call on 
the North Atlantic. 





OCEAN RATES AND CANADIAN MONEY 


The hearing of the Bureau of Regulation of the Shipping 
Board in Formal Docket No. 81, in re rates in Canadian cur- 
rency, will be held in the Concert Room of the Palace Hotel 
at San Francisco, Calif., June 22, beginning at 10 o’clock a. m., 
local time. (See Traffic World, May 21, p. 1099.) 


IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved allotments of river 
and harbor funds of $350,000 to meet payments under con- 
tinuing contracts for the Missouri River project, Kansas City 
to the mouth, and of $26,600 for the same section of river for 
emergency repairs to existing contraction works. 


BONDS FOR WATERWAYS 
The Trafic World Washington Bureau 


By a vote of 11 to 5, the Senate commerce committee June 
16 ordered a favorable report on the Shipstead waterway bond 
bill, S. 175, as revised by the Nye subcommittee. If made a 
law, this measure will establish a new governmental policy for 
financing improvement of waterways by bond issues rather 
than by annual appropriations from the Treasury. The proposal 
has been opposed by Secretary of War Hurley, under whose 
supervision river and harbor work is carried on, and by Secre- 
tary of Treasury Mills. As introduced the bill provided that 
not more than half a billion dollars of waterway bonds should 
be outstanding at any one time. This restriction was elimi- 
nated in the revised bill which authorizes the Secretary of the 
Treasury to borrow and to issue bonds therefor, as the pro- 
ceeds may be required, a sum which, together with any appro- 
priations for river and harbor improvements heretofore or 
hereafter made, will finance continuing contracts for construc- 
tion of such projects as have been or will hereafter be adopted 
by Congress and approved by the Board of Engineers for Rivers 
and Harbors. The idea behind the bill is that the waterway 
improvement work should be speeded up to the extent of spend- 
ing $100,000,000 to $150,000,000 a year therefor instead of $50,- 
000,000 to $75,000,000 a year, and that the money should be 
obtained by government bond sales instead of out of the cur- 
rent receipts in the Treasury. 

The names of the committee members who voted for and 
against the bill were not made public. 

A speech in favor of financing improvement of waterways 
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by bond issues instead of by appropriations each year from 
the federal treasury was made by Senator Shipstead, of Minne- 
sota, author of the waterway bond bill, after the Senate had 
approved the appropriation of $54,000,000 for waterways in the 
next fiscal year, carried in the annual War Department appro- 
priation bill. 

The existing method of financing waterway improvement 
work was assailed by the senator as “a wasteful pork- -barrel 
method,” and as “an inexcusable method of wasting public 
funds.” He pointed to a map showing the Mississippi, Mis- 
souri, Ohio and Tennessee Rivers and said that in the last 40 
years there had been $470,000,000 spent in developing those 
rivers “and we have not a channel in any of those rivers now, 
with the exception of the Ohio.” ' 

Delay in completing the Ohio River project, originally esti- 
mated to cost $60,000,000, had resulted in the work costing 
$103,000,000, said the senator. He discussed savings that he 
said resulted from “cheaper water transportation.” Continuing, 
he said: 

The method pursued in financing the inland rivers has been as 
expensive and wasteful as it would be when building a house to 
build one room each year and not put on any roof. We have dug 
in these rivers for 40 years and because the work was never finished, 
the work that was done this year was destroyed by the floods of next 
year, and it would have to be done over again. The only people who 
have had any benefit out of this wasteful pork- barrel method of 
financing the inland waterways have been the contractors who seem 
to have had a close corporation and have waxed fat upon these 
contracts without anyone else getting any benefit. 

There is no reason for continuing appropriations under the present 
method unless we are going to handle this on a business basis and 
pursue a sound financial policy in financing and develop a sound 
economic policy in the construction of it; otherwise I think these 
appropriations should be abolished. 

The capital investment should not be taken out of the taxpayer 
at the present time or at any time. The finances should be funded. 
It should not be funded in the Budget. No capital investment should 
be in a budget. The simplest housewife who has a budget at all 
will budget her current expenses, but extraordinary expenditures 
become capital investment and should not be taken out of current 
income. 

The smallest business concern will not take capital expenditures 
out of current income. If the project is to be finished so that the 
people shall get the benefit of water transportation and so break 
the economic paralysis that has stricken this part of the country 
since Congress passed the transportation act, the whole financial 
project should be lifted out of appropriation bills; funds should be 
raised by the sale of bonds and retired over a long period of years. 
Future generations should help to pay for the benefits that are to 
accrue, 

The benefits resulting would make it indirectly a self-liquidating 
project because the benefits that would come would so increase the 
income to the people, freight that can not now move would then move, 
and from the increased interchange of goods would come financial and 
economic benefit so that at least indirectly these projects would be 
self-liquidating. 

Senator King, of Utah, inquired whether it was not a fact, 
notwithstanding the expenditure of considerably more than 
$500,000,000 on the Mississippi and Missouri Rivers, to say 
nothing of the Ohio, “that there is less traffic upon those rivers 
now than there was in the days of Mark Twain and for 20 years 
anterior to his trips up and down the Mississippi River?” 

“I think that is true of the Mississippi, because with the 
present channel it is uneconomic to move freight, the channel 
not being of sufficient depth,” replied Senator Shipstead, add- 
ing that where there was a dependable 9-foot channel a barge 
tow of 24,000 tons could be operated. 

Senator King said the government had spent more than 
$1,260,000,000 on river and harbor prjoects. 

“IT have examined every project from the days of Washing- 
ton down to the present time, and I have reached the conclu- 
sion that 95 per cent of them have been wasteful and extrava- 
gantly managed,” said he. “It seems to me now, as the senator 
has pending a very important proposition treating the ques- 
tion sort of de novo, we ought to take it out of the hands of 
the War Department and evolve a different system for handling 
these appropriations.” 

Senator Shipstead believed that Congress to a great extent 
was to blame because it had sponsored and tolerated the kind of 
policy that had been pursued. He said Congress should estab- 
lish the policy and that he believed the engineers of the War 
Department would carry out whatever poilcy Congress might 
adopt. 

Senator King said he thought at least $15,000,000 or $20,- 
000,000 should be taken from the appropriation for rivers and 
harbors in the War Department bill. He said he had suggested 
a plan calling for a scientific and proper engineering organiza- 
tion to handle the projects, ‘‘but we have kept on in the old in- 
efficient and wasteful course with unsatisfactory results and 
With indefensible demands upon the public treasury. 


EMPLOYES ON LAKE DREDGES AND TUGS 
A bill (H. R. 12656) to limit the working hours of all per- 
sons working on dredges or tugs on the Great Lakes to eight 


— a day has been introduced by Representative Crosser, of 
hio. 
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RIVERS AND HARBORS CONGRESS 


At a special session of the National Rivers and Harbors 
Congress, attended by some three hundred crusaders for water- 
ways, held at Chicago, June 13 and 14, a resolution urging the 
adoption by both the Republican and Democratic parties of 
platform planks similar to those adopted prior to the presi- 
dential election of 1928 was adopted. The meeting was presided 
over by Congressman Frank R. Reid, of Illinois, president of 
the congress, and was addressed by a large number of speakers, 
including Major General T. Q. Ashburn, executive chairman 
of the Inland Waterways Corporation, Major General Lytle 
Brown, chief of engineers of the United States Army, former 
Mayor Thompson, of Chicago, Cleveland A. Newton, general 
counsel of the Mississippi Valley Association, and numerous 
other representatives of ‘““‘waterway conscious” communities over 
the country. 

The addresses and discussion were characterized by asser- 
tions as to the importance of waterway development to the 
economic welfare of the country and the need of coordinating 
all forms of transportation. Waterways, it was said, would 
give lower transportation costs and would be in the interest 
of all, including the railroads. 

“During the past year there has been a highly organized, 
well-directed propaganda against the continued improvement 
and development of our inland waterways,” said a statement 
accompanying the printed program distributed at the meeting. 
“The whole waterway program is in jeopardy and there is 
grave danger that future development will be prevented and 
that the entire investment already made in the waterways of 
the United States will be rendered waste. If the waterways 
are to be saved, there must be a re-awakened public sentiment 
throughout the country in favor of the continued preservation, 
improvement, development and use of the rivers, harbors, and 
waterways of the United States.” 

Adoption of a program for the completion of all water- 
way projects at present authorized by Congress, “or that shall 
be hereafter authorized,” in the shortest possible time, instead 
of continuing merely with regular annual appropriations for 
waterway development was asked in the resolution. A bond issue 
for the purpose was suggested. Committees were appointed to 
present the resolution to the resolutions committees of the 
national political parties and to urge the inclusion in their 
platforms of planks expressing the sentiment of the congress. 
Congressman Reid was made head of the committee to appear 
before the Republican committee on resolutions and Colonel 
James M. Thompson, publisher of the Item Tribune, New Or- 
leans, Was named chairman of the committee to appear before 
the Democratic organization. 


On completion of the waterway system of the country, said 
General Ashburn, it would carry a hundred times the freight 
at present carried. Ruthless competition, he said, must de- 
termine the part to be played by the different agencies of 
transportation in the national transportation system. Those 
who hold that dollars saved in transportation charges repre- 
sented a measure of the value of the waterways developments 
to date—which he said had cost a billion and a half dollars— 
were “sadly ignorant of the real value of waterway develop- 
ments.” 

In part, he spoke as follows 





In the struggle for existence, for dominance, regulatory statues 
are passed designed to restrict, aid or modify some form of trans- 
portation at the expense of another. All of them are perfectly futile 
in so far as permanently crippling or destroying a good and cheap 
form of transportation. Ruthless economic competition will determine 
the proper sphere of each transportation activity, limit or extend its 
development, and we shall eventually see all forms of transportation 
acting together as a great team to furnish the best and cheapest 
form. Hence the present trend toward cooperation and coordina- 
tion; my belief that this much desired to be consummation will arrive. 

Economic readjustments will inevitably bring about a balance 
where the value of each form of transportation will be automatically 
adjusted to existing conditions. No change in the inexorable law of 
supply and demand can be accomplished by fiat. Whenever any par- 
ticular form of transportation fails to perform adequately the service 
demanded by the public, that form of transportation must readjust 
itself, or fail. 

The world is in a constant state of fluxation, and transportation 
conditions must flux with this state. 

We can no longer go into the past and build up a transportation 
system suitable to that time. 

There are divergent opinions — as to whether the money already 
spent on our rivers has been wisely spent, principally because the 
opponents of interior waterways have endeavored to measure their 
value to the public in terms of dollars saved through their utiliza- 
tion as navigable arteries of commerce. Those who accept this basis 
of a measure of the return upon the money spent, seem to me to be 
sadly ignorant of the real value of our waterway developments. 

Upon completion our streams will carry 100 times as much as 
at present, costs will be reduced, and savings multiplied many times. 

But accepting this method of computing the value of our interior 
navigable streams, who can logically deny that we ought to complete 
what we have begun, to save the tremendous sums already invested? 

Shall we charge our expenditures to profit and loss, stop building 
an edifice already 75 per cent complete, which can yield small 
return until completed, or shall we complete the edifice at the addi- 
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tional cost necessary, in order that we may have a fair return upon 
upon our whole investment? . 

All manner of comparisons ‘are made to show that the cost of 
transportation by water is greater than the cost by rail. These 
involve tax exemption, maintenance of waterways, interest on sink- 
ing fund, interest on corporation property, etc., which, according to 
charts issued by various opponents of waterways amount to a cost of 
10.65 mills a ton mile by water, as compared to about 10 mills a ton 
mile by rail. 

Our own accountants, taking the same data, and figuring all so- 
called hidden costs on the basis of rail costs, arrive at an actual 
cost of 5.3 mills a ton mile. I can see no reason why any one in our 
accounting department would have any axe to grind in proving the 
cost less than it actually is, while I can see a great many reasons 
why the railroads should desire to prove that the cost (so com- 
pletely “‘hidden’’ that they are not paid) is greater than rail trans- 
portation. The irrefutable argument in favor of utilizing our water- 
ways is that we have spent the money, and the only way to get any 
benefit from what we have spent is to use them. The costs of crea- 
tion and maintenance remain the same whether they are used or not. 
Our waterways are capalble of carrying vastly more traffic than at 
present. This increase will add very little to maintenance cost and 
not a cent to cost of what has already been created. It is reasonable 
to expect that if this traffic is permitted to increase normally, the 
years to come will see such a quantity of freight moving on our 
waterways that the charges for creation and maintenance, on a 
ton-mile basis, will be infinitesimal. 


WATER COMPETITIVE OIL RATES 


Hearings soon to be held by Examiners Hoy and Peyser 
at Memphis, Tenn., and Birmingham, Ala., in the opinion of 
many of those who have followed the questions raised by the 
competition betweer barge lines on the rivers and the railroads, 
will tend to bring to a head the larger question as to whether 
the Commission will permit the railroads, by rate reductions, 
to break down the rail rate structure it established when it 
put the rates in the Mississippi Valley and the southeast on 
a dry land basis. The two examiners are to take testimony 
on fourth section applications of the Illinois Central and south- 
eastern railroads to make rates on petroleum and its products 
calculated to enable them to strive for return of some of the 
traffic now carried by the barges to the rails. The hearings 
are on fourth section applications based on water competition. 
The rates in the Mississippi Valley and the southeast were 
put on the so-called dry land basis by reason of the disap- 
pearance of competition on the Mississippi and other rivers. 
The Birmingham hearing will be on June 22 and the Memphis 
hearing will be on June 24. 

The situation with which Examiners Hoy and Peyser are 
to deal was created by the applicatinos of the Illinois Central 
and the railroads for which J. E. Tilford is publishing agent 
for fourth section relief to enable them to make rates from 
the New Orleans-Baton Rouge group and from Mobile, Ala., to 
points on the Mississippi and Ohio Rivers and to Tuscaloosa, 
Holt and Birmingham, Ala. Birmingham, for this purpose, is 
a river port because of the government’s barge line to Bir- 
mingport and its rail line to Birmingham. 

The Illinois Central asks permission to displace a rate of 
30 cents from the New Orleans-Baton Rouge group to Memphis 
with an 11 cent rate; a rate of 37 cents to Paducah, Ky., with 
a rate of 13 cents; a rate of 44 cents to Owensboro, Ky., with a 
rate of 16 cents, anda rate of 44 cents to Louisville, Ky., with 
a rate of 19 cents. 

The Tilford proposal is to establish a rate of 20 cents from 
Mobile to the Alabama points mentioned and a rate of 23.5 
cents from the New Orleans-Baton Rouge group to them. The 
prayer in connection with each proposal is to be permitted to 
establish the low rates to the terminal poins mentioned without 
reducing the rates at intermediate points. 


Examiners Hoy and Peyser were designated to hear the 
testimony because they heard the testimony in No. 17000, parts 
4 and 4-A, the Hoch-Smith petroleum cases in which one of the 
hopes of the Commission was supposed to be that it would find 
that petroleum and its products were one class of commodities 
on which higher rates could be imposed to the end that lower 
ones could be established on products of agriculture, including 
livestock. Some higher rates were established but in Texas 
and some other parts of the southwest they were reduced. But 
not all the rates prescribed in the southwestern part of the 
case, part 4-A, have yet been established. In fact, last week 
the Commission further postponed the effective date of the 
uncomplied with parts of its order from July 14 to August 10. 
(See Traffic World, June 11.) 

According to the Illinois Central application the low rates 
it proposes are intended primarily to meet the competition of 
barge service maintained by the Standard Oil Co., the Texas 
Refining Co., the Pan-American Petroleum Corporation and 
steamboats. The competition of Pure Oil Co. barges is men- 
tioned in the Tilford application. 

Establishment of the rates proposed, which the carriers 
believe they need to enable them to obtain some of the money 
they formerly received, would cause not only radical departures 
from the measure of rates set up in the Commission’s Hoch- 
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Smith devisions but would, it is believed, threaten, if not defi 
nitely break down the rates it prescribed from the midcontinent 
refinery points to destinations in central territory, particularly 
to Indiana. The Commission, in a case brought by the Indiana 
State Chamber of Commerce, established destination groups in 
Indiana on traffic coming from the midcontinent refining groups, 
the rate to the group to the north of Louisville being 44 cents. 
A cut of 23 cents in the rate from the New Orleans-Baton Rouge 
group to Louisville, it is figured, would simply wreck the ad. 
justment to the Indiana group and make the combination on 
Louisville the controlling factor to that highly competitive ter- 
riory in Indiana. 

Naturally, it is also figured that disruption of the adjust- 
ment from the midcontinent groups to the Indiana groups would 
have explosive effects on the rates from refining groups in 
Illinois, Indiana and Ohio, as the rates from the central terri- 
tory refining groups are interlaced with those from the mid- 
continent and the lower Mississippi Valley groups. 

Grant of fourth section relief at intermediate points in cen- 
tral territory, to match relief that might be granted to the 
Mississippi Valley and southeastern lines based on the pending 
applications, it is suspected, would not be a real relief because 
of the proximity of refining groups in central territory to each 
other. No line having fourth section relief to enable it to with- 
stand the shock of reduced rates resulting from reductions to 
Kentucky points on the Ohio, it is suggested, could not main- 
tain its rates at intermediate points for any considerable dis- 
ance, if at all, before it would encounter lower rates from the 
central territory refining points. The central freight associa- 
tion lines, a short time ago, cut their rates on petroleum and 
its products from 32.5 per cent to 29 per cent of first class but 
that will not help them any in the event of reductions to the 
Ohio River. The combinations of cuts to the Ohio and the 
reduced rates north of that river would still be the controlling 
factors. 


MOTOR AND WATER REGULATION 


Addressing the annual convention of the New York State 
Bankers’ Association, J. H. Hustis, vice-president of the New 
York Central Lines and former president of the Boston and 
Maine, asked the bankers to aid the railroads in obtaining the 
removal of unfair handicaps through regulation or legislation 
and which prevent the railroads from competnig fairly with 
other forms of transportatoin, both new and old, particularly 
those subsidized at public expense. The present situation, Mr. 
Hustis said, called for a new deal for the rail carriers. 

Pointing out that regulation, as originally conceived and as 
carried out, was to control monopoly of transportation and that 
the growth of other forms of transportation had abolished this 
monopoly and placed the rail carriers in defensive competition, 
Mr. Hustis declared that, though, with the revival of business, 
the railroads’ condition would improve, their problems would 
still be unsolved until there was equality before the law be- 
tween the railroads and their competitors. 


Referring to the New York State Barge Canal, which 


‘ parallels for many miles the main line of the New York Central, 


he said that, while transportation costs a ton mile on the canal 
were about twice those on the railroad, the shipper did not 
pay the full cost in rates, the taxpayer making up the differ- 
ence. He said recent figures indicated a cost of nearly $10, 
000,000 annually to operate this method of transportation, avail- 
able for only part of the year, while in the same period the 
railroads paid the state more than $29,000,000 in taxes. 

Excluding the Great Lakes tonnage, he said, the railroads 
still hauled 89 per cent of the freight transported in the coun- 
try. Asserting that the country would need the railroads for 
a long time, he pointed out that a modern freight locomotive 
on the New York Central could haul 5,500 tons across the state, 
but to perform this task by trucking would require more than 
1,000 five-ton trucks. 


CONTROL OF WATER AND TRUCK RATES 


The Traffic World New York Bureau 


The board of directors of the National Automobile Cham- 
ber of Commerce has adopted a resolution expressing opposition 
to the bills before Congress providing for governmental control 
of intercoastal, coastwise, inland waterway, and truck rates, 
on the ground that such legislation is unsound and unnecessary. 

The directors recommend a more liberal attitude toward 
rail carriers in regulatory matters, so that the railroads will 
have every reasonable opportunity to meet competition. 

J. S. Marvin, chairman of the Traffic Managers’ Confer- 
ence of the automobile industry, in discussing the resolution 
and proposed legislation, said: 


While the United States Shipping Board and some of the inter- 
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June 18, 1932 


coastal lines have favored such legislation it would be an entirely 
new departure with respect to water rates. 

There is a strong feeling against creating additional regulatory 
pureaus, and an equally strong feeling that the lines should be able 
to handle any differences through their own conference. On the 
other hand, the proper sphere of all transportation can be determined 
petter if railroads have every reasonable opportunity to compete with, 
put not restrict, the other facilities. 

We have been glad to note that, more recently, the Commission 
has permitted experimental rate-making by the railroads. Regulation 
is founded, in the first instance, on monopoly and, where competition 
has developed, it has seemed proper to permit a certain measure of 
flexibility in the rail rate structure which, in the main, has become 
rather straight-jacketed on a mileage basis. 

Our factories have been disposed to give the railroads every 
opportunity to handle their shipments. Many rates have been ap- 
proved by the Commission for the purpose of meeting competition 
which were departures from the main rate structure. 

It is not likely that the public will ever be denied the benefit of 
improvements that have been developed in natural method of de- 
liveries. Certain services are now being obtained by the public with- 
out recourse to the railroads, but the latter can well have the op- 
portunity, without undue restriction, to perform any service they 
feel can be rendered at costs attractive to the shipper and profitable 
to themselves. It seems doubtful if many of these services will ever 
return to the rails, which, on the other hand, will retain their ad- 
vantages with respect to long haul and freight in larger bulk. 

There has been a transition in transportation and a deluge of 
discussion of its effect on the railroads. Some of it seems aimed to 
have the public believe that the railroads’ financial difficulties are 
due to this ‘‘new competition.’”” On the other hand, a considerable 
part of the freight they have lost had been termed, in better times, 
‘nonremunerative.’’ The line-haul earnings are low, and the terminal 
expenses are high. It will probably require a return of better times 
with more normal activity in manufacturing, mining and agriculture 
to get a clear picture; net earnings from the tonnage then handled 
will disclose the actual conditions. 


HIGHWAY-WATERWAY REGULATION 


Representative Arnold, of Illinois, has introduced H. R. 
12540, a bill to place inland waterway commerce under the 
jurisdiction of the Commission, and H. R. 12541, a bill to place 
motor-propelled vehicles for compensation in interstate com- 
merce under the jurisdiction of the Commission. 


HIGHWAY AND WATERWAY RELIEF 


The Senate banking and currency committee has substi- 
tuted the Wagner relief bill (S. 4755) for the Garner-Rainey 
relief bill passed by the House. The Wagner bill carries $120,- 
000,000 for federal-aid highways and $16,000,000 for other roads; 
$30,000,000 for river and harbor projects heretofore authorized, 
and $500,000 for air navigation facilities by the Department of 
Commerce. In view of the Wagner bill being substituted for 
the Garner-Rainey bill, both measures may be considered in 
conference if the Senate passes the Wagner bill as recom- 
mended, between the two houses and a compromise measure 
drafted. 


TO USE EXPRESS FACILITIES 


The Commission has authorized the Pennsylvania to estab- 
lish, on short notice, an all-commodity service, including col- 
lection and delivery, with the usual exceptions, between Phil- 
adelphia, Pa., and Camden, N. J., on the one hand, and Atlantic 
City and Ocean City, N. J., on the other, in accordance with its 
tariff I. C. C. No. 836, effective June 25. The rate to Atlantic 
City is to be 28 cents a hundred pounds and to Ocean City, 29 
cents. 

In asking for permission to establish the service on less 
than statutory notice the Pennsylvania said it had been nego- 
tiating with trucking companies with a view to employing them 
in the collection and delivery service, including a “collect on 
delivery” service. It said that it had hoped to complete its 
arrangements so as to have the service established on June 15 
but that it had not succeeded. 

The service is being established in an effort to meet truck 
competition “so that the rail carriers can regain the heavy 
volume of traffic moving between these points, particularly at 
this season of the year.” 

While the tariff does not indicate the facilities to be used 
in the collection and delivery of freight, letters from Pennsyl- 
vania officers to the Commisson indicate that they have in mind 
the use of the facilities of the Railway Express Agency, Inc., 
the corporation that performs express service for the railroads. 
That is the part of the move that is being made by the Penn- 
Sylvania that is interesting to commissioners and members of 
the Commission’s staff. Suggestions that the railroads should 
Plan to use the facilities of their express agency have been 
made by commissioners, and Examiner Flynn, in his report on 
the motor vehicle investigation, made the suggestion in a 
Prominent manner, 

It may be that if the Pennsylvania makes arrangements to 
have the Railway Express Agency, Inc., provide the terminal 
service that it will have to amend its tariffs to show that the 
agency is being used for that service because it is a carrier 
subject to the interstate commerce act. Trucking companies 
not subject to the act are not permitted to be shown in tariffs. 
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The fact, however, that a carrier offering door-to-door service, 
by facilities other than its own cars and engines, is usually 
shown in the tariffs in some manner. 


GEORGIA TRUCK RATES 


The Georgia Public Service Commission, at a meeting this 
week, took under advisement proposals looking to the modern- 
ization of the whole rate structure of truck lines in the state. 
All truck operators in the state had been called to appear before 
the commission and a large number were in attendance. 

Proposals were made by the operators to change rates on 
a number of articles covered when the last revision of rates 
was made by the commission in February, 1930. The schedule 
also names some 400 articles not now handled by trucks. 

James A. Perry, chairman of the commission, said the rates 
proposed would, in general, make for reductions, but in some 
individual instances an increase was asked by the operators. 

The commission expects to take under advisement. the 
changes discussed. 


BRAZILIAN DOOR-TO-DOOR SERVICE 


The Great Western of Brazil Railway is planning to in- 
augurate a door-to-door collection and delivery of merchandise 
service in order to give it patrons the same advantages they 
can obtain from trucking companies, according to a report from 
Consul F. Van den Arend, Pernambuco, made public by the 
Department of Commerce. The scheme is to be worked out 
along lines approved by the Brazilian government, it is said. 

The railway hopes by this means to recover much of the 
traffic lost in the recent years, especially that in sugar, cotton, 
petroleum products and foodstuffs, which has been lost to auto- 
motive competition, the report states. 


LONG MOTOR FREIGHT SERVICE 


The longest motor freight service in the United States was 
inaugurated recently, between Los Angeles and Houston, Texas, 
a distance of 1,698 miles, by the Cal-Tex Transport Systems, 
Incorporated, according to Obert J. Egerer, president and gen- 
eral manager. 

A fleet of 21 trucks and trailers built expressly for the 
long haul is maintained by the company. Two drivers rotate 
at the wheel, one driving and the other resting in a specially 
built sleeping compartment. The trucks are kept in almost 
constant operation for 24 hours each day on the long trip. 

The company maintains a warehouse at Clovis, New Mexico, 
eight miles from the Texas border. This is used as a breaking 
point for loads destined for distrbiution to final points in New 
Mexico, Oklahoma, Texas, and Louisiana. A warehouse is also 
maintained on the south side of the Central Manufacturing Dis- 
trict of Los Angeles. The executive offices and terminal are 
also at this address. This warehouse is on the spur tracks 
served by the C. M. D. Junction Railroad and is used for the 
purpose of storing freight pending shipment. 

The run from Los Angeles to Houston takes three days of 
continuous travel. However, at Clovis, New Mexico, freight 
for Texas points is turned over to a fleet of light trucks operat- 
ing in Texas under permit to comply with the Texas truck 
laws and these auxiliary truck lines deliver to Amarillo, Fort 
Worth, Dallas, San Antonio, Waco, Beaumont, Austin, Abiline 
and Houston, 

Cargo insurance is also carried by the truck lines as pro- 
vided for in the Texas laws for the protection of shippers. 

Joseph M. Steinberg, California, is secretary and treasurer 
of the company. 

Operating on regular schedule between Los Angeles and 
Albuquerque, a distance of 904 miles, the Los Angeles-Albu- 
querque Express has established a motor freight truck line for 
the transportation of general merchandise and perishables, 
serving towns in northern Arizona, New Mexico, and Colorado. 
George C. Lebeck is owner and general manager of the company. 
The executive offices and terminal are in Los Angeles and an 
Albuquerque office is also maintained. Connections are made 
at Albuquerque with franchise truck lines serving all of north- 
ern New Mexico, stated Mr. Lebeck. 

The express leaves the Los Angeles terminal twice weekly, 
on Tuesdays and Fridays, at 6:00 p. m. Soon, however, it is 
expected to increase this to a tri-weekly service and perhaps 
daily. 

The present run between terminals takes about 60 hours. 
Two drivers operate each truck, so that the run may be made 
continuously without stoppage except for servicing. 


AIR-BUS TRAFFIC AGREEMENT 
Transamerican Airlines Corporation, serving Detroit, Chi- 
cago, Cleveland, Toledo, etc., has announced inter-system traffic 
agreements with the Greyhound Lines and the Eastern Michigan 
Railway, “placing air travel facilities for the first time at the 
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disposal of over 2,000 intermediate and off-line communities 
served by the two surface carriers in the middle west.” This 
arrangement enables each company to act as agent for the 
others and permits the traveler to make air reservations in 
any bus Office, it is stated. 





AID FOR MERCHANT AIRSHIPS 
The House, June 16, passed the Crosser merchant air- 
ship bill (H. R. 8681), to aid merchant airship operation through 
mail contracts. 


AIR TRAVEL PLANNING BUREAU 


The larger use of air transportation by corporations and 
business executives has prompted United Air Lines, which has 
direct or connecting service to 137 cities, to establish a travel 
planning bureau at its Chicago headquarters, it is announced. 
On request, United Air Lines will prepare a comparatvie time 
and cost table between airplane and surface transportation, 
routing passengers not only by air but by air-rail, where time 
and money can be saved, with the idea of giving executives com- 
plete information on air transportation. 

Since inauguration of this department a number of sales 
managers and heads of transportation departments, purchasing 
transportation for employes, have utilized the bureau facilities, 
it is said. 

“When we have had an opportunity to show how much 
time can be saved, and frequently money, when hotel bills and 
surface transportation charges are considered, we have been 
able to convince firms purchasing a large amount of travel that 
they should consider the airplane as well as other forms of 
transport in dispatching men,” said K. A. Kennedy, general 
traffic manager of the air line. 


CENTRAL WESTERN BOARD 


“Changes in industry are usually the result of deliberation 
on the problems in the industry; knowing this truism, industry 
today studies the trend and determines the public demand,” 
says an announcement of the meeting of the Central Western 
Shippers’ Advisory Board to be held at Troutdale-in-the-Pines, 
Colorado, June 21. 

“So highly competitive is the field of all industry and so 
vitally necessary to successful operation is a continuous analysis 
of the public requirements, that transportation agencies and 
other industrial institutions have learned that they have a 
community of interest in serving the public which can only be 
successfully administered by periodically discussing their 
mutual problems. 

“Therefore, they meet in these shippers’ councils all over 
the United States, there being twelve such boards in operation. 

“Representatives of the packers, stockgrowers, manufac- 
turers in Omaha, Lincoln, Salt Lake, Ogden, Kansas City, Chey- 
enne, Colorado cities, and Idaho are pledged to attend this 
meeting. The chambers of commerce, farm bureau federations, 
wholesalers, retailers and bankers, as well as_ state public 
utilities commissions, departments of agriculture, and other state 
and federal departments will be represented. The railroads will 
have their departments of traffic and transportation liberally 
represented.” 


N. A. R. U. C. MEETING 


The executive committee of the National Association of 
Railroad and Utilities Commissioners will meet in Chicago, 
June 25, at the Hotel Sherman, 1:30 p. m., to discuss plans for 
the annual convention of the association to be held November 
15 to 18 at Hot Springs, Ark., and to consider other matters. 

Hugh H. Williams, chairman of the New Mexico commis- 
sion, as chairman of the executive committee, said the com- 
mittee would consider a proposal that the association cooperate 
in a countrywide survey as to the cost of construction of public 
highways and the effect thereon of motor carrier traffic, with 
the view of determining a fair tax to be assessed against the 
motor carrier. 

A proposal by John F. Shaughnessy, chairman of the Nevada 
commission, that there be a general reduction in rail freight 
and passenger rates, also will be considered. The legislative 
situation in Congress with respect to motor vehicle regulation 
also will be taken up. 


AIR CONDITIONED TRAIN 


Illinois Central travelers between Chicago and St. Louis 
on “The Daylight,” will ride in parlor, lounge, and dining cars 
and coaches equipped with air-conditioning mechanism. The 
new service will begin June 25. 

Arrangements are also being made to pre-cool at the Chi- 
cago and St. Louis terminals the cars used on “The Michigan 
Boulevard” and “The Diamond,’ companion trains of “The 
Daylight.” The pre-cooling machinery will circulate ice water 
through cooling coils, over which air will be passed and then 
forced into the cars. 
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Questions and Answers 


} ie this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of — experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Interpretation—Application of Tariff of Emergency 
Charges in Connection With Minimum Charge 

Ohio.—Question: Referring to your answer to New Jersey, 
on page 1059 of the May 14th Traffic World, relative to emer- 
gency charges assessed on carload shipments. Please answer 
the following question. 

A shipment weighs 24,300 pounds and when freight charges 
are assessed at their respective carload rate for the different 
commodities in the car, according to the mixing rule in the 
classification, does not total the minimum transportation Charge, 
and the minimum transportation charge is based on 21,000 
pounds at the highest carload rate for the items in the car. 
The carrier wishes to assess emergency charges on the actual 
weight, whereas Item 5, paragraph B, in the Emergency Tariff, 
states that emergency charges should be based on the weight 
on which transportation charges are assessed. 

It would seem to us that 21,000 pounds, the weight upon 
which the transportation charges are assessed, is the correct 
weight to be used for the emergency charges, and not the actual 
weights, which in a number of cases is greater. 

Answer: In our opinion the emergency charge should be 
based upon a minimum of 21,000 pounds, in accordance with the 
provisions of paragraph (b) of Item 5 of the Tariff of Emergency 
Charges which provides that to the line haul transportation 
charge is to be added the emergency charge provided in this 
tariff based on the weight on which the transportation charges 
are assessed. 

Under the provisions of the mixing rules carried in the 
classification for shipments of fresh meats the minimum charge 
of 21,000 pounds at the fresh meat rate is the basis for the 
assessment of freight charges where higher than charges based 
on articles included in the shipment at their respective carload 
rates and therefore is the weight on which the transportation 
charges are assessed. 


Tariff 


Sligo Rule Suits 


Kentucky.—Question: Will you be kind enough to give us 
some information on the following? 

There moved, during the month of November, 1929, a ship- 
ment of cement, carload, from point “A” to point “B,” from 
which points no published through rates were in effect and 
the lowest rate was made on point “C” combination, an inter- 
mediate point. When the shipment was delivered to the con- 
signee freight charges were paid on the full combination basis 
without observing the basis authorized in Agent Jones’ Com- 
bination Tariff 228. The shipper sent us the papers calling our 
attention to the fact that freight charges were paid on the 
basis of the full combination rate without observing the basis 
authorized in Agent Jones’ Combination Tariff, and directed 
us to file claim with the delivering carrier and observe the 
basis in Agent Jones’ Combination 228 in arriving at combina- 
tion rates on cement. Claim was filed on that basis and the 
delivering carrier paid the claim. 

Agent Jones’ Combination Tariff 228 was not referred to 
in both tariffs. It was, however, referred to in the tariff con 
taining the factor from point “A” to point “C,” but the tariff 
containing the factor from point “C” to point “B” did not give 
reference to the combination tariff. The delivering carrier, 
therefore, contends that they made an error in paying the 
claim and insists that we authorize the shipper to refund them 
the amount of the claim, which, as stated, they contend was 
paid in error due to the fact that both tariffs containing the 
factors used in arriving at the combination rate did not give 
reference to Agent Jones’ Combination Tariff 228. 

We have refused to authorize the shipper to refund the 
amount to the delivering carrier, contending that the decision 
and order of the Interstate Commerce Commission in the Slig° 
Iron Store Company case fully authorized the combination rate 
on the basis authorized in Agent Jones’ Combination Tariff 228, 
even though the tariffs containing all the factors did not give 
specific reference to the Combination Tariff. 
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The delivering carrier contends we are laboring under a 
misapprehension and calls attention to Hohenburg et al. vs. 
Louisville & Nashville R. R. Co., No. 5932, United States Circuit 
Court of Appeals, Fifth Circuit, February 16, 1931, 46 Fed. (2d) 
952, wherein the Supreme Court of the United States, October 
12, 1931, denied the petition for a writ of certiorari to the Cir- 
cuit Court of Appeals for the Fifth Circuit, thereby refusing 
to review the decision of that court setting aside an order of 
the Commission for payment of money as an overcharge on 
cotton, 112 I. C. C. 325; 118 I. C. C. 157, which cases involved 
the applicability of the combination rule, according to peti- 
tioners. This denial of a petition for writ of certiorari by the 
Supreme Court of the United States, as we understand the 
matter, applies to this particular case only, and understand, 
under the rules of practice of the Supreme Court of the United 
States, this action on their part cannot be used as a precedent. 

The delivering carrier is rather persistent in their demands 
for the refund of the overcharge, which they claim was paid 
in error and We have been equally persistent in declining to 
authorize the shipper to refund the amount in view of our 
understanding, as outlined above. 

Answer: With respect to the effect of the decision in the 
Hohenburg case, the Commission, in its report in Vogt & Sons, 
ine., va. C. B. & G,, 161 1. C..C. 151, said: 


Defendants cite Hohenburg vs. Louisville & N. R. Co., 46 F. (2d) 
952, decided February 16, 1931, by the United States Circuit Court of 
Appeals for the Fifth Circuit, in which the court reached a conclusion 
contrary to that of the Sligo case. On October 12, 1931, the Supreme 
Court denied a petition for a writ of certiorari. That court has 
frequently stated, however, that the denial of such a petition imports 
no expression of opinion upon the merits of the case. United States 
vs. Carver, 260 U. S. 482. 

It seems apparent from the above that the Hohenburg 
case has not definitely decided the question involved in the 
Sligo case. 


Freight Charges—Liability Where No Recourse Provision of 
Bill of Lading Executed by Shipper 


Texas.—Question: I have noted with considerable interest 
the various questions which have appeared in your issues of 
February 27, April 2nd and April 16th, as to the liability of the 
consignor for payment of freight charges where the “no re- 
course” clause is signed by the consignor at the time the bill 
of lading is executed by the carrier. 

I will appreciate it very much if you will cite me any court 
decisions, preferably Supreme Court cases, holding that where 
the consignor signs the “no recourse” clause in the bill of 
lading, he is relieved of responsibility for payment of the freight 
charges should the carrier deliver such shipment to the con- 
signee without collecting the lawful transportation charges that 
may be due. If it is a fact that the consignor is liable in any 
event, what is the “no recourse” clause provided for? 

Do you know whether there is a conflict of decisions be- 
tween shipments in interstate commerce and intrastate com- 
merce? 

Answer: While in its decision in L. & N. R. R. Co. vs. 
Central Iron & Coal Co., 265 U. S. 59, 44 S. Ct. Rep. 441, the 
Supreme Court did not specifically determine the validity of 
the no recourse provision of the uniform bill of lading, it 
called attention to the provision in its discussion of the lia- 
bility of the several parties to a bill of lading contract of 
carriage. 

In our opinion the statements of the Supreme Court in the 
Central Iron & Coal Company case support the validity of the 
no recourse provision, rather than otherwise, although there 
is no direct statement to this effect. The following statement 
is made therein: 


But delivery of goods to a carrier for shipment does not, under 
the Interstate Commerce Act, impose upon a_ shipper an absolute 
obligation to pay freight charges. The tariff did not provide when 
or by whom the payment should be made. As to these matters car- 
rier and shipper were left free to contract, subject to the rule which 
prohibits discrimination. The carrier was at liberty to require pre- 
Payment of freight charges; or to permit that payment be deferred 
until the goods reached the end of the transportation. Wadleigh 
Southern Ry. Co. vs. Georgia, 235 U. S. 651, 656. Where payment is 
So deferred, the carrier may require that it be made before delivery 
of the goods; or concurrently with the delivery; or may permit it 
to be made later. Where the payment is deferred, the contract may 
Provide fiat the shipper agrees absolutely to pay the charges; or 
it may provide merely that he shall pay if the consignee does not 
Pay the charges demanded upon delivery of the goods. Or the carrier 
may accept the goods for shipment solely on account of the con- 
Signee; and, knowing that the shipper is acting merely as agent for 
the consignee, may contract that only the latter shall be liable for 
mea ent charges. Or both the shipper and the consignee may be 

e liable. 


Limitation of Actions—Section 2 (b) of Bill of Lading 


Maryland.—Question: There has been some _ question 
Whether the Statute of Limitations, as provided in Section 20 
of the Act and carried in Section 2-B of the Uniform Bill of 
Lading, as to the time within which claims must be filed, will 
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apply to claims for conversion, market decline (due to delay) 
and claims for special damages. 

I understand that, as to claims for conversion, the Supréme 
Court has said that the period of limitation provided in the 
bill of lading contract must be applied because conversion is 
akin to an actual loss in transit so far as the relation between 
the shipper and the carrier is concerned, but there seem to 
be some divergence of opinion concerning the limitation on 
special damage claims and claims for market decline. 

Will you please advise what your understanding of this is. 

Answer: Section 2 (b) of the Uniform Bill of Lading Con- 
tract Terms and Conditions provides: 

“As a condition precedent to recovery, claims must be filed 
in writing with the receiving or delivering carrier, or carrier 
issuing this bill of lading, or carrier on whose line the loss, 
damage, injury or delay occurred, within nine months after 
delivery of the property * * * or, in case of failure to make 
delivery, then within nine months after a reasonable time for 
delivery has elapsed; and suits shall be insttiuted against any 
carrier only within two years and one day from the day when 
notice in writing is given by the carrier to the claimant that 
the carrier has disallowed the claim or any part or parts thereof 
specified in the notice. Where claims are not filed or suits are 
not instituted thereon in accordance with the foregoing provi- 
sions, no carrier hereunder shall be liable, and such claims will 
not be paid. 

The above provisions reflect the limitations prescribed by 
Congress in paragraph 11 of the interstate commerce act read- 
ing: 

Provided further. That it shall be unlawful for any such re- 
ceiving or delivering common carrier to provide by rule, contract, 
regulation, or otherwise a shorter period for the filing of claims than 
nine months, and for the institution of suits than two years, such 
period for institution of suit to be computed from the day when no- 
tice in writing is given by the carrier to the claimant that the car- 


rier has disallowed the claim or any part or parts thereof specified 
in the notice. 


As to actions based on conversion, it is apparent from the 
decisions in the Blish Milling Co. case, 241 U. S. 190, 36 S. Ct. 
541, and C. & O. R. R. Co. vs. Martin, 283 U. S. 209, that the 
bill of lading provision in question is applicable thereto. 

With respect to actions for decline in market value by 
reason of delay in transportation or loss or injury for which 
special damages are recoverable, we see no basis for an opinion 
that the provisions of Section 2 (b) of the bill of lading do not 
govern such actions, if it is applicable to any action for loss, 
injury or delay to goods during the course of transportation. 

There is no basis for excluding special damgaes as they 
are merely damages which are the result of certain circum- 
stances which are not present in all cases of loss, injury or de- 
lay, but which are nevertheless the direct result of loss, in- 
jury or delay to goods, the only distinction being that the 
carrier must have notice of the particular circumstances under 
which the shipments are moving as a condition precedent to 
liability for other than the usual and ordinary measure of 
damages, i. e., the market value at destination in case of loss; 
the difference in the value of the goods at destination in an 
uninjured and their injured condition and the decline in market 
value or depreciation in value because of injury due to unrea- 
sonable delay in transportation. 


Company Material—Application of Rates On 


Indiana.—Question: We have reviewed the Commission’s 
decision in Louisville Cement Co. vs. Pennsylvania R. R. Co. 
163 I. Cc. C. 199. However, we are not clear with respect to 
the following: A shipper consigns a shipment from point “A” 
on XYZ Railroad to a purchasing carrier for destination “B.” 
The bill of lading reads “Prepaid to junction point with pur- 
chasing carrier.” The junction point between carrier XYZ 
and the purchasing line is within the switching limits of origin 
point “A.” The XYZ Railroad receives only a switch move. 

On a commercial shipment of a like nature XYZ RR would 
have received an allowance of 10 cents per cwt., absorbed out 
of the through rate applying between point “A” and destination 
“B.” In accordance with the bill of lading instructions the 
XYZ RR collected from the shipper its local tariff rate of 23c, 
applicable from the plant of the shipper to the junction point 
with the purchasing carrier. 

In so far as we interpret the Commission’s views, it does 
not contemplate that the XYZ RR should turn over to the pur- 
chasing carrier the difference between its division of 10 cents 
and its local rate of 23c applying locally to the junction point 
of the purchasing line It seems that, since the bill of lading 
contract specified prepayment to a specified junction point, the 
destination being beyond, and the full local rate was collected 
from the shipper to the specified junction point, the originating 
line could not be expected to divide its local rate with the 
purchasing line. 








PAGE 1308 





Are there any decisions specifically to this point? 

Answer: If the movement to which you refer was a local 
shipment to the junction point with the purchasing carrier and 
a dead-head movement beyond, the purchasing carrier is not 
entitled to any portion of the local rate to the junction point. 
If, on the other hand, a through shipment to the destination on 
the purchasing carrier was made, the joint through rate is 
applicable to the shipment and the initial carrier is only entitled 
to its division thereof. 

The facts given are not entirely clear as to the nature of 
the movement, although it appears that a through shipment 
was made by the shipper from point “A” to the destination on 
the purchasing carrier, in which event the joint through rate 
is applicable on the shipment. 

Agency 

Indlana—Question: Some time ago the A Railroad formed 
a trucking corporation called the X Transportation Company. 
This company makes store door deliveries, also picks up at 
store doors or factory doors and delivers to the traction com- 
pany’s freight house. 

I am interested in knowing who would be held responsible 
for our merchandise between the time it is picked up at our 
a and delivery made at the traction company freight 

ouse. 

In making out our bills of lading I show routing as A Rail- 
road or Traction Company and the X Transportation Company 
signs the bill of lading as the X Transportation Company. 

Please advise if we could hold the traction company re- 
sponsible for any damage to our merchandise while in posses- 
sion of this X Transportation Company. 

Answer: It appears from the facts set forth in your letter 
that the trucking corporation in performing a_ pick-up-and- 
delivery service for the traction company is acting as the agent 
of that carrier, in which event the traction company could be 
held liable for injury to your merchandise while in the posses- 
sion of the trucking company Furthermore, under the _ prin- 
ciple of the decision of the Supreme Court of the United States 
in Missouri Pacific R. Co. vs. Reynolds-Davis Grocery Co., 268 
U. S. 366, 45 S. Ct. 516, in the event the freight charge assessed 
and collected by the traction company includes the pick-up- 
and-delivery service the traction company, in employing the 
trucking company for this purpose is liable for loss of or in- 
jury to goods while in the possession of the trucking company. 

In the above referred to case the Supreme Court said: 


The joint through rate covered delivery at the warehouse of 
the consignee. The bill of lading named Morgan’s Louisiana & Texas 
Railroad and Steamship Company as the initial carrier and the 
route designated therein named the Missouri Pacific as the last of 
the connecting carriers. Its lines enter Fort Smith but do not extend 
to the consignee’s warehouse. It employed the Saint Louis-San Fran- 
cisco to perform the necessary switching service. And it paid there- 
for $6.30, the charge fixed by the tariff on file with the Interstate 
Commerce Commission. The switching carrier was not named in the 
bill of lading and did not receive any part of the joint through rate. 
It was simply the agent of the Missouri Pacific for the purpose of 
ages a The Missouri Pacific was the delivering carrier and is liable 
as such. 


See, also, in this*connection, L. & N. E. Co. vs. Bashinsky, 
Case & Co., 106 So. 804. 


Venue—Suits for Loss, Injury or Delay to Goods 


Georgia.—Question: We have more than one railroad claim 
that was entered with destination carrier in the East; the 
originating carrier being a short line incorporated in this state. 

It is quite likely that liability is with the originating car- 
rier, and probably the intermediate line. Therefore, we desire 
to know if we can get jurisdiction in the Superior Court of 
this county, if the destination carrier is sued on these claims 
that they have declined to pay. 

Kindly cite decisions and let us have your opinion. 

Answer: In paragraph 11, of Section 20 of the Interstate 
Commerce Act it is provided that any common carrier subject 
to the provisions of the act, receiving property for transpor- 
tation from a point in one state to a point in another state 
shall issue a receipt or bill of lading therefor, and shall be 
liable to the lawful holder thereof for any loss, damage, or 
injury to such property caused by it or by any common carrier 
to which such property may be delivered or over whose line 
or lines such property may pass within the United States when 
transported on a through bill of lading. 

Paragraph 11 further provides that any common carrier 
delivering said property so received and transported, shall be 
liable to the lawful holder of said receipt or bill of lading or 
to any party entitled to recover thereon, for the full actual 
loss, damage, or injury to such property caused by it or by 
any such common carrier to which such property may be de- 
livered or over whose line or lines such property may pass 
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within the United States when transported on a through bill 
of lading. 

Paragraph 11 also provides all actions brought under and 
by virtue of this paragraph against the delivering carrier shall 
be brought, and may be maintained, if in a district court of the 
United States, only in a district, and if in a state court, only in 
a state, through or into which the defendant carrier operates 
a line of railroad. 


Tariff Interpretation—Application of Rule 20 of Classification 


Kentucky.—Question: Referring to your reply to ‘New 
Jersey” under the above caption, in the Traffic World of June 
4, page 1205. 

We understand that it would be proper to rate these tables 
and marble tops separately if separate bills-of-lading are used, 
although they are shipped by one consignor to one consignee 
on the same date. 

Rule 20, as we interpret it, requires the application of the 
rating on the complete article, only where the various parts 
comprising the complete article are shown on the same Dill 
of lading. 

Will you please advise? 

Answer: With respect to this question the Commission, in 
Investigation and Suspension Docket No. 76, 25 I. C. C. 442, on 
page 487, said: 


If the new rule is construed to mean that one shipment is offered 
under one bill of lading, we do not think that valid objections can 
be made to it. If, however, it is construed so as to deny to a 
shipper the right of shipping, for instance, iron bars which happen 
to be a part of some machine as iron bars under a separate bill of 
lading, we think that such an interpretation would be unwarranted 
and unjustly discriminatory. If a shipper is willing to go to the 
trouble of separating a ‘“‘completed article’ into its constituent parts 
and meet the established shipping requirements with reference to 
each part, we see no reason why he should not do so and we do 
not think that he can lawfully be prevented from exercising his choice 
in that direction. On the other hand, if all the pieces constituting a 
completed article are offered as one shipment, under one bill of lad- 
ing, the freight charges should be calculated upon a rating for the 
completed article. 


Sale of Goods for Freight Charges—Storage at Destination 


Colorado.—Question: We have received bills from _ vari- 
ous carriers covering deficits resulting from the sale of ship- 
ments which we have abandoned because the value of the same 
was ‘such that it was not profitable to return them. These 
deficits are arrived at by adding the transportation charges to 
the storage accruing at the final destination, and deducting the 
amount which is realized from the sale of the property. 

It is my belief that inasmuch as the carriers’ liability is 
only that of a warehouseman after the expiration of the free 
time they are only entitled to the same protection in the matter 
of collecting accrued storage charges against the shipment 
that a warehouseman is entitled to; that is, only to the extent 
of the amount realized from the sale of the property after the 
lawful freight charges have been deducted. 

Will you please express an opinion on this subject, quoting 
decisions which may have a bearing on the subject if any such 
decisions have been made? 

Answer: Section 4, of the Uniform Bill of Lading Contract 
Terms and Conditions provides for the sale of goods for freight 
charges, and in paragraph (e) thereof, provides that the pro- 
ceeds of any sale made under this section shall be applied by 
the carrier to the payment of freight, demurrage, storage, and 
any other lawful charge, and the expense of notice, advertise- 
ment of sale and other necessary expense and of caring for 
and maintaining the property, if proper care of the same re- 
quires special expense, and that should there be a balance it 
shall be paid to the owner of the property sold thereunder. 

Where a carrier waives prepayment and the consignee re- 
fuses to take the goods and pay the transportation charges, 
and the carrier, in strict conformance with the law, sells the 
goods to enforce its lien for freight charges, and there still 
remains a balance due, the consignor is liable to the carrier 
therefor, and this liability of the consignor under such cil- 
cumstances applies, it has been held, as much to a charge for 
demurrage and storage as to freight or other lawful charges 
which the carrier is bound to collect See Jelks vs. Philadel- 
phia, etc., R. Co., 80 S. E. 216; Bewley-Darst Coal Co. vs. W. 
& A. R. Co., 87 S. E. 702; B. & O. vs. Luella Coal & Coke Co., 
81 S. E. 1044; Pa. R. Co. vs. Kemmers, 73 Pa. Super. Ct. 588; 
Central R. R. of N. J. vs. Berry, 165 N. Y. S. 1041; Pa. Co. 
vs. W. A. Fraser, 175 Ill. App. 645. 


Demurrage—Average Agreement 


Illinois—Question: We are an industry located on tel: 
minal carrier A. This carrier serves us off the main lines of 
carriers B and C. 

We have an average agreement with terminal carrier A. 
It so happens that none of our outbound or inbound cars were 


PAGE 1309 
a 
5 Sune 18, 1932“ The Traffic W 


il 
1d 
ll 
1e 
in 
eS 
e 
n 
Ww 
ne —— 
es — 
d, 
ee 
he N O ~ T H 
ts 
ill A 
| 

in Y 
on | 

© | 
: LIKE AN rh ARROW 
of m 
ted | 
= 0 
to 
> 
Ps 
the 
a 


: 7s 
© | \Zleseeer| PL ATE |e 
| F OAD 


1sSV4 


“| IN ALL DIRECTIONS 


<-S-P-E-E-D- 








PAGE 1310 


routed over carriers B or C. Recently we have been purchas- 
ing from a point on carrier B and the shipper has been mark- 
ing the bills of lading for carrier A delivery. This was done so 
that the cars would be shown on carrier A’s demurrage record. 
Carrier B, as well as C, claims they have a right to deliver 
the cars themselves, regardless of the routing shown on the 
bill of lading and, as a result, when carrier A is given -the 
switching work for such cars as come from B, the credits and 
debits cannot be considered in figuring A’s demurrage charges 
for the month. Further, it happens we can never earn a credit 
from carrier B, but have plenty to spare with carrier A. 

Is there any reason, in your opinion, why if the shipper 
routes the bills of lading we should not be entitled to credits 
earned on carrier A’s demurrage record? 

Answer: Paragraph 8 of Section 15 of the Interstate Com- 
merce Act provides that the shipper shall in all instances have 
the right to determine, where competing lines of railroads con- 
stitute portions of a through line or route, over which of said 
competing lines so constituting a portion of such through line 
or route his freight shall be transported. 

As to shipments routed in connection with carrier A, as 
the terminal carrier, it is the duty of carriers B and C to ob- 
serve the shipper’s routing instructions and therefore you are 
entitled to include such cars in the demurrage. record of car- 
rier A. 





Personal Notes 





Robert S. Simons, an examiner on the Commission’s staff, 
died at a hospital in Chicago, June 11, following an operation 
for appendicitis. He was 49 years old. Burial was at Charles- 
ton, S. C., his former home. He was on his way to Kansas 
City to hold a hearing in No. 12558, Texas Livestock Shippers’ 
Protective League vs. Director-General et al., but was taken 
too ill in Chicago to continue to the hearing place. 

G. C. Ramsey and Arthur J. Trussell have been appointed 
freight claim agents, St. Louis Southwestern Railway, with 
headquarters at St. Louis, both appointments effective June 13. 
Mr. Trussell, who will have charge of reconsignments, will re- 
port to J. A. Parker, general freight claim agent at Tyler, Texas, 
and Mr. Ramsey, formerly chief clerk to J. W. Wise, general 
freight claim agent, will have charge of overcharge claim mat- 
ters, reporting to F. H. Millard, comptroller. 

John Leslie, vice president and treasurer of the Canadian 
Pacific, with more than fifty-three years of service with that 
company and its subsidiary, the Toronto, Grey and Bruce Rail- 
way, in Ontario, will retire on pension on July 1, according to 
an announcement by E. W. Beatty, chairman and president. 
He will be succeeded by E. E. Lloyd, comptroller, who in turn 
will be succeeded by L. B. Unwin, assistant comptroller. E. A. 
Leslie will be promoted from assistant to deputy comptroller. 

Dr. Howard C. Kidd, professor of commerce at the Uni- 
versity of Pittsburgh,*has sailed for the Argentine to make a 
survey of railroad conditions there for a group of London 
bankers. 

K. A. Kennedy has been appointed general traffic manager, 
United Air Lines, with headquarters at Chicago, succeeding 
Stanley E. Knauss, resigned. Mr. Kennedy has been head of 
the extension department of the Boeing School of Aeronautics, 
at Oakland, Calif. 

E. K. Morse has been made vice president, Seatrain Lines, 
Inc., with headquarters in New York. He was freight traffic 
manager, Munson Line. 

James L. Brown, general superintendent of transportation, 
Milwaukee, with headquarters at Chicago, was reelected chair- 
man of the committee on car service, transportation division, 
American Railway Association, at a meeting June 11. 

Dearborn Clark has been appointed Pacific coast traffic 
manager, American-Hawaiian Steamship Company, with head- 
quarters at San Francisco. F. W. Anderson and J. A. Stumpf 
have been appointed assistant traffic managers at New York. 

W. T. Izzard has been appointed assistant traffic manager, 
Williams Steamship Corporation, at New York, and T. J. Dono- 
van has been appointed district manager at Norfolk, Va. 

W. H. Robarts has been appointed traveling freight agent, 
Atlanta, Birmingham and Coast, at Birmingham, succeeding H. 
C. Montague, resigned. 

Frank W. Stoops, superintendent of the Toledo division of 
the Pennsylvania, has been promoted to superintendent of the 
Chicago Terminal division, succeeding R. D. McKeen, trans- 
ferred to the Grand Rapids division. 

G. C. Ramsey is appointed freight claim agent of the 
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St. Louis Southwestern Railway Lines in charge of overcharge 
claim matters, with headquarters at St. Louis. 





Doings of the Traffic Clubs 





An address on “The Development of the American Rail- 
road,” by B. S. Atkinson, vice-president, Louisiana and Arkansas 
Railroad, before the Traffic Club of New Orleans, has been 
printed in pamphlet form for distribution. The pamphlet bears 
the subtitle: “An Historical Sketch of Its Development; and 
a Discussion of the Present Day Railroad Problem.” It is illus- 
trated with a large number of pictures, both old and new. 





A “stag smoker” was given by the Oklahoma City Traffic 
Club June 16. 





A boat ride on the Steamer Put-In-Bay will be taken by 
members of the Motor City Traffic Club the evening of June 20. 





At a meeting of the El Paso Traffic Club June 6 H. W. 
Roe, executive vice-president, Associated Traffic Clubs of Amer- 
ica, was the speaker. 





The second annual “Ladies’ Night” of the Winston-Salem 
Traffic Club was held at the Twin-City Country Club June 17. 
Dinner was followed by bridge and dancing. 





The Traffic Club of Dallas held its last luncheon meeting 
prior to the summer adjournment at the Adolphus Hotel June 
13. A committee headed by M. L. Greding was in charge. A 
short musical program was presented and plans for the annual 
free picnic, to be held June 25, were outlined. 





The annual outing of the Transportation Club of Peoria 
will be held June 23. There will be golf at the Mt. Hawley 
Country Club in the morning and an outing at the North Shore 
Country Club in the afternoon. 





A Nursery built by funds subscribed by members of the 
Traffic Club of Minneapolis at the Silver Lake Camp of the 
Salvation Army will be dedicated at a club luncheon July 14. 
The ladies are invited. 





The annual election of the Traffic Club of Pittsburgh was 
held June 13 in the club quarters at the Keystone Athletic 
Club, preceded by dinner and a business meeting. The follow- 
ing were elected: President, W. McL. Pomeroy, general 
freight agent, Pennsylvania; first vice-president, J. D. Car- 
ter, general agent, Union Pacific System; second vice-presi- 
dent, J. H. Wilharm, traffic manager, Diamond Alkali Company; 
third vice-president, J. G. Owston, divisional traffic manager, 
Pittsburgh Plate Glass Company; secretary, Almer H. Orr, com- 
mercial agent, Atlantic Coast Line; treasurer, S. B. Duff, as- 
sistant traffic manager, National Tube Company; governors, 
Cc. C. Gray, general freight agent, Western Maryland; W. G. 
Howard, commercial agent, Chesapeake and Ohio; R. M. 
Flocker, general passenger agent, Pennsylvania; F. L. Foster, 
superintendent freight transportation, Pittsburgh and Lake 
Erie; S. S. Bruce, general traffic manager, Koppers Company. 
The retiring president, W. S. Guy, traffic manager, Carnegie 
Steel Company, was presented with a beautiful watch, presen- 
tation being made by W. F. Morris, Jr., vice-president Weirton 
Steel Company. 





The annual outing of the Traffic Club of New England will 
be held at the Club House and grounds of the United Shoe 
Machinery Athletic Association, North Beverly, Mass., June 23. 
There will be a ball game between the “Industrial Team,” 
headed by E. R. O’Hara, and the “Transportation Team,” of 
which George H. O’Brien is captain. Golf, tennis, track events, 
an automobile trip, and band concert are on the program, as 
well as dinner. 





A. M. McCabe, traffic manager, J. Allen Smith and Com- 
pany, was the speaker at a meeting of the Traffic Study Club 
of Atlanta at the Henry Grady Hotel June 17. His subject was 
“Human Nature in Business.” 





The Traffic Club of New York is considering the issuance 
of bonds to the amount of $50,000 to finance transfer of the 
club quarters from the Park Central Hotel to the Lincoln 
Building. At a meeting June 2 the board, after considering the 
effect of the business depression on obtaining new members, 
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The Growth of 


PORT HOUSTON 


Isn’t an Accident 


It has been the direct result of a care- 
fully planned policy to attract business 
through: 


3% Reasonable port charges 


% Efficient terminal switching at 
minimum cost 


% Facilities for handling any type 
commodity 


> A progressive port personnel 
who cooperate with shippers in 
every way 


% The realization that its growth 
is entirely dependent upon the 
manner in which it serves ship- 
pers who must use its facilities. 


Houston’s important geographic loca- 
tion is of course a major reason, but 
above all is the determination of port 
officials to make shipping through 
Houston the most convenient and eco- 
nomical in the South. 


To these principles we attribute the 
phenomenal growth of this port during 
its short existence and are convinced 
that they point the way to still greater 
growth in the future. 


DIRECTOR of the PORT 


J. RUSSELL WAIT 


HOUSTON TEXAS 
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decided to waive payment of initiation fees on the part of new 
members for the remainder of the club fiscal year ending 
November 30. A golf outing will be held at the Westchester 
Country Club June 21. 





“Railroad Night” was observed by the Pacific Traffic Asso- 
ciation at a meeting at the Palace Hotel, San Francisco, June 
14. An elaborate program of entertainment was presented, in- 
cluding a concert by the Southern Pacific Concert Orchestra, 
with vocal, instrumental, and dancing numbers. Austin Gib- 
bons, Southern Pacific, was chairman of the committee in 
charge. 





The Women’s Traffic Club of San Francisco will, June 22, 
meet and dine at the Swedish Applied Arts, where Swedish 
cooking will be served, Swedish dancing and entertainment 
enjoyed and the Scandinavian atmosphere will prevail through- 
out the evening. 


RAILROAD EMPLOYMENT 


Class I railroads the middle of April had 1,086,662 em- 
ployes, as compared with 1,096,506 in March, and 1,337,331 in 
May last year, according to complications made by the Bureau 
of Statistics of the Commission. The number of employes by 
groups and the percentage decrease compared with April last 
year follow: Executives, officials, and staff assistants, 14,138; 
10.33; professional, clerical, and general, 194,336; 15.64; main- 
tenance of way and structures, 219,252; 24.54; maintenance of 
equipment and stores, 298,650; 17.65; transportation (other than 
train, engine, and yard), 138,024; 15.47; transportation (yard- 
masters, switch tenders, and hostlers), 15,061; 17.62; trans- 
portation (train and engine service), 207,201; 17.19. 


CHANGES IN DOCKET 


Hearing in No. 9200, Railway Mail Pay (petition of Ga. & Fla. 
R. R. and receivers), assigned for June 15, at Washington, D. C., 
before Examiner Mullen, was canceled and reassigned for June 29, 
at Washington, D. C., before Examiner Mullen. 

Hearing in No. 25255, Goldcamp Mill Co., Inc., vs. N. & W. Ry., 
assigned for June 17, at Ironton, O., before Examiner McChord, was 
canceled and reassigned for June 22, at Ironton, O., before Examiner 
McChord. 

Hearing in No. 25110, and Sub. 1, Downington Paper Co. vs. Pa. 
R. R., assigned for June 7, at Philadelphia, Pa., before Examiner 
ae ee a was canceled. 

& S. 3130—Part II—Stone, southwestern rates, and consolidated 
sentiiataatiels cases (adjourned hearing), was set for hearing June 14 
at Washington, D. C., before Examiner Mattingly. 

Argument in No. 24166, Arizona Packing Co. vs. Santa Fe et al., 
No. 24229 (and Sub. Nos. 1, 2 and 3), Clear Creek Cattle Co et al. vs. 
Santa Fe et al., and No. 24315, T. E. Pollock Investment Co. et al. 
vs. — Fe et al., assigned for June 17 at Washington, D. C., was 
canceled. 





Di est_of New Complaints 






No. 25249, - No. 1. George P. Lyon, trading as Geo. P. Lyon Ex- 
celsior 0., Woodford, Va., et al. vs. A. C. et al. 

Unreasonable rates ‘and charges, excelsior, Doswell, Fredericks- 
burg, Penola, Rutherglenn, Woodford Milford, Jarratt, and Guiena, 
Va., to points im NM. d.. Mi ¥., = el., Md., Mass., R. I., Conn., 
W. "Va., Mich., O., Mo., and D. Ask rates and reparation. 
No. br _ Manatee County Growers’ pn Ba Bradenton, Fla., vs. 


Charges in violation sections 1, 4 and 6, fresh tomatoes, Ruskin, 
Fla., to Waycross, Ga., diverted to Norfolk, Va. Asks cease 
and desist order and reparation. 

No. 25318. Traffic Bureau, Lynchburg, Va., Chamber of Commerce, 
for Burruss Land & Lumber Co., vs. Virginian et al. 

Unreasonable rates and charges, pine lumber, Brookneal, V2., 
to Buffalo, N. Y., and from Phenix, Va., to Buffalo, N. Y. Asks 
cease and desist order and reparation. 

No. 25319. Cole Bros., Pueblo, Colo., vs. D. & R. G. W. et 

Unreasonable charges, gasoline, Casper, Wyo., ana L orichite, 
Kan., to Pando, Colo. Asks reparation. 

No. ox — Portland Cement Co., Denver, Colo., vs. C. R. 
. >» OE Bi. 

Charges in violation sections 1 and 15, cement, Ada, Okla., to 
Shamrock, Tex. Asks reparation. 

No. 25321. J. W. S. Bower as Muskogee Mill & Elevator Co., Muskogee, 

Okla., vs. St. L.-S. F. et al. 
org rates and charges, corn choos, Muskogee, Okla., 
to Capitan, M. Asks waiver of collection of undercharge. 

No. 25322. Mrs. N. rabel A. Ferguson, assignee in bankruptcy, of the 
assets of A. L. Ferguson, et al., doing business as the Red Star 
Spoke Co., Ft. Smith, Ark., vs. La. & Ark. et al. 

Rates in violation sections 1 and 4, wagon or vehicle wood, 
Fayetteville, Ark., to La. points. Ask reparation. 

No. 25323. ~—— Shippers’ Association, Inc., et al., Wilson, N. C., 
vs. A. C. L. et al. 

Unreasonable rate and charges, mixed carloads of wall plaster, 
cement and plaster board, Acme, Tex., to Rocky Mount, 
. Ask reparation. 

No. "25265, Sub. No. 1, Rainier Pulp & Paper Co., San Francisco, 
Calif., vs. E. T. & W. N. C. et al. 

Rates and charges in violation sections 1 and 4, woodpulp, 
Shelton, Wash., to Bemberg, Tenn. Asks cease and desist order 
and reparation. 


Jur 
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Newest Inland 
as North Atlantic Seaport 
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nan Within 250 miles there reside:— 
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than One-third of the population of the United States. 
ern The richest producing population in the United 
States. 
The greatest consuming population in the United 
States. 
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wai ANDLING heavy packages tests the organization 
ner e ° ° ° 
: and service of any ship line. In handling these 
iner the Baltimore Mail measures up as it does in every 
ated other department of service to shippers. 
e 14 
‘. Its fleet of five fast passenger and mail liners provides a 
al sailing every week over the Baltimore-Hampton Roads, 
———- Havre and Hamburg route. A government mail carrying 
a INew York Cewrra RR! contract requires high speed and adherence to schedule. 
Equipment and facilities ashore and aboard ship assure 
safe and expeditious handling of all cargo—light or heavy 
— —general stowage or refrigerated—local or transshipment. 
Ex- 
ks- Most important—rail freight rates are lower between 
nn., Baltimore and Hampton Roads and interior producing and 
vs. consuming centers. 
cin, 
sak Sailings: Eastbound, from Baltimore Wednesdays; 
ce, from Hampton Roads Thursdays; Westbound, 
ra from Hamburg Fridays; from Havre Sundays. 
sks Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 
ta, Channel—27 ft. deep; in unobstructed tidal river. =e ALTI Rea ORE 
R. Docks—4,400 ft. with shipside trackage. wy Be 
to Sheds—Sprinkler protected fireproof construction. jy * 
ee, Accessible to 85% of world’s ocean carriers. Cae MAIL LINE 
Bs Port District Railroad connecting with trunk rail- goon set arena : ae 
ie roads serves water front. a3 Baltimore Trust Building 
far Industrial Area—pavement, water. sewers, power Pleze 5260 
>, and rail facilities. BALTIMORE MARYLAND 
cee For complete information address: NEW YORK CITY NORFOLK, VA. ST. LOUIS, MO. 
. 1 Broadway 111 E. Plume St. 1100 Locust St. 
“4 - " —" Digby 4-5800 Norfolk 25303 Main 1190-1191 
Albany Port District Commission PITTSBURGH, PA.. CHICAGO, ILL. DETROIT, MICH. 
ve 196 Uni . Michi , 905 jesti ; 
74 Chapel Street, Albany, N. Y. " Atlentic 0333 — Randolph 6840 Cadillac 1635-1636 
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NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana-Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Pennsylvania June"25; Aug. 6 Virginia ...July 2; Aug. 13 


California... July 9; Aug. 20 Pennsylvania July 16; Aug. 27 
Virginia ...July 23;Sept. 3 California .. July 30; Sept. 10 
and fortnightly thereafter 

*from Los Angeles 2nd day following 


fonama facifie line 


* ALL NEW STEAMERS * 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 North Michigan Ave. Boston, 84 State Street 
Philadelphia, 1616 Walnut Street Baltimore, Baltimore Trust Bldg. 
San Francisco, 687 Market St. Los Angeles, 548 S. Spring St. 
Cleveland, 616 E. San Diego, 1030 Fourth St. 





Superior Ave. 





Consider 
Competition 


for Markets! 


The element of speed is vital_in 

these days of keen competition. Fast 

President Liners make available ex- 

press speed for your freight shipments 

to and from Yokohama, Kobe, Shang- 
hai, Hong Kong and Manila. Sailings 
every alternate Saturday over the short 
route from Seattle. Through bills of 
lading issued to all Oriental ports. 
Express Cargo Liners augment this serv- 
ice with frequent, dependable sailings to 
and from the Orient. 

For information apply desk No. 6 


32 Broadway. .cccccccccscccses New York 
1714 Dime Bank Bldg.... 

110 S. Dearborn St 

Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building...............Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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DOCKET OF THE COMMISSION 


June 20—Washington, D. C.—Examiner Quimby: 
Finance No. 3671—Excess income of Chicago Heights Terminal] 
Transfer R. R. 


June 20—Sioux City, Ia.—Examiner Sullivan: 
25184—-George Thompson et al. vs. B. & O. R. R. et al. 


June 20—Indianapolis, Ind.—Examiner Maidens: 
25062—Lebanon Ice & Coal Co. et al. vs. A. C. & Y. Ry. et al. 


June 20—Greensboro, N. C.—Examiner Later: 
25136—South Atlantic Lumber Co. et al. vs. B. & O. R. R. et al. 


June 20—Chicago, Ill—Examiner Fuller: 
14472—Dolese Brothers Co. et al. vs. Santa Fe et al. 
bor 4" peemmeenens Gravel Products Co. et al. vs. C. R. I. & P. Ry. 
et al. 
17789—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 
20714—Missouri Gravel Co. vs. C. B. & Q. R. R. (further hearing 
per I. C. C. order of May 2). 
June 20—Harrisburg, Pa.—Examiner Smith: 
25153—Conewago Gas Co. et al. vs. C. R. R. of N. J. et al. 
June 20—New York, N. Y.—Examiner Macomber: 
24906—-Pine Grove Tanning Co. vs. B. & O. R. R. et al. 
25064—-Tennessee Extract Corp. vs. A. C. L. R. R. et al. 
June 20—Argument at Washington, D. C.: 
24590—Southwest Nash Company vs. C . B. B. ot al. “ 


_ a & 
24608—Sewerage Commission of the City of Milwaukee et al. vs. ~- 
A. @ & KR. R. et al. 
l. & S. 3736—Cement from Hudson, N. Y., to Mass. 
June 20—St. Paul, Minn.—Special Examiner Mills: 
13413—-In the matter of automatic train control devices (petition 
of Nor. Pac. Ry.) (further hearing, to submit evidence in support 
of said petition). 
June 20—Chicago, Ill.—Examiner Cassidy: 
24782—-Southern Kraft Corp. et al. vs. A. C. & Y. Ry. et al. (ad- 
journed hearing). 
June 21—Pittsburgh, Pa.—Examiner Smith: 
25028 (and Sub. 1)—Amiesite Corp. et al. vs. A. C. & Y. Ry. et al. 
June 21—Argument at Washington, D. C.: 
20039—National Mortar & Supply Co. vs. Ann Arbor R. R. et al. 
F. S. App. No. 14551—Handling Truck Bodies between Jersey City, 
Philadelphia, Baltimore and Washington. 
June 21—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14403—Filed by W. S. Curlett and 
B. T. Jones, agents. 
June 21—Washington, D. C.—Examiner Burroughs: 
Finance No. 3900—Excess income of Roanoke Railway Co. 
June 21—Greensboro, N. C.—Examiner Later: 
25147—-George K. Hale Mfg. Co. et al. vs. Alton R. R. et al. 
June 21—New York, N. Y.—Examiner Macomber: 
23992—Michael Comella et al. vs. D. L. & W. R. R. et al. (further 


hearing). 
June 21—Omaha, Neb.—Special Examiner Mills: 
13413—-In the matter of automatic train control devices (petition of Py 


Un. Pac. R. R.) (further hearing, to permit Un. Pac. to submit 
evidence in support of said petition). 


June 21—New Orleans, La.—Examiner Fleming: 
* 1. & S. 3718 (and ist supplemental order)—Export and import rates 
to and from southern ports (adjourned hearing). 


June 22—Los Angeles, Calif.—Examiner Crowley: 
20867—-San Antonio Meat Co. et al. vs. D. & R. G. W. R. R. et al. 
(further hearing, solely for purpose of determining amount of 
reparation due complainants under findings in this case). 
June 22—Sioux Falls, S. D.—Examiner A. J. Sullivan: 
25254—-Chamber of Commerce of Fargo, N. D., et al. vs. A. C. & Y. 
Ry. et al. 
June 22—Washington, D, C.—Examiner T. F. Sullivan: 
* Finance No. 9416—Application Pennsylvania R. R. for authority to 
acquire control, by lease, of the railroad and properties of the 
Belvidere Delaware R. R. 


June 22—New York, N. Y.—Examiner Macomber: 
25096—Prosco Oils Corp. vs. B. & O. R. R. et al. 


June 22—Washington, D. C.—Examiner Boat: 
— Section Application No. 14723—Newsprint paper to Chicago, 


June 22—Tulsa, Okla.—Examiner Taylor: 
25095—Bader-Parks Co. vs. A. T. & S. F. Ry. et al. 
June 22—Argument at Washington, D. C.: 
23530—Armour & Company vs. Santa Fe et al. 
24253—-Swift & Company vs. B. & O. R. R. et al. 
=a Cotton & Woolen Mills Co. et al. vs. Southern Ry. 
et al. 
Il. & S. Dkt. 3647—Routing woodpulp board from International Falls, 
Minn., to Illinois and Missouri. 
June 22—Santa Monica, Calif.—Railroad Commission of State of Cali- 
fornia: 
Finance No. 9340—Joint application of Sou. Pac. R. R. and Pac. 
Elec. Ry. for permission to abandon a line of railroad in Los 
Angeles county, Calif. 


June 22—Ironton, O.—Examiner McChord: 
25255—Goldcamp Mill Co., Inc., vs. N. & W. Ry. 


June 23—Argument at Washington, D. C.: 

* Finance No. 9003—Application Niagara Junction Ry. for authority 
to acquire control by lease, of railroad and properties of th 
Niagara Gorge R. R. 

June 23—Pittsburgh, Pa.—Examiner Smith: 

25190—A. B. Marcus Co. vs. B. & O. R. R. et al. 
in, 179 1. Cc. C. GOs). 
June 23—Los Angeles, Calif.—Examiner Crowley: 
22378—Romeo Stores Co. et al. vs. U. P. R. R. et al. 
23284—O. Swanston & Son vs. S. P. Co. et al. 
23449—Virden Packing Co. vs. C. B. & Q. R. R. et al. (further 
hearing, for purpose indicated in last paragraph of report there- 


June 23—Charleston, S. C.—Examiner Later: 

14092 (and Sub. 1)—South Carolina Produce Assn. vs. A. & R. R. R. 
et al. (further hearing, solely for purpose of determining amount 
of reparation due complainants and intervener, Atlantic Coast 
Distributors, under decisions of Commission, in these cases, 1% 
LL & CC. Cis Gad 163 &. C. €C. Gp. 
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Ship to MEXICO 


BY STEAMER 
Fast Weekly Service 


New York to VERA CRUZ, MEXICO 


Through Bills of Lading to all points on ee Mexican 
Railway or National Railways of Mexico 


Fortnightly sailings from 
New York to PROGRESO, TAMPICO roy PUERTO MEXICO 


WARDOLINE 


New York and Cuba Mail S. S. Co. 
Ft. of Wall St., New York City 












* 










Intelligent Distribution 
Center of America 


operations. . . . Why not investi- 
gate and see for yourself how a 
business location here would profit 


As the natural key to the nation’s 
third largest buying zone, and 
almost in the center of the coun- 


try, St. Louis unlocks the door to you? 
a huge volume of profitable busi- 
ness. But only so when St. Louis 
itself is utilized as a center of 


Industrial Bureau of the Industrial 
Club of St. Louis, 509 Locust St., 
St. Louis, Mo. 





Southern Steamship Company 


(Pioneer Steamship Line te Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGSs 


From Philadelphia . . Wednesdays and Saturdays 







From Houston ...... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 






GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 






Just Published 


REGULATION OF 


INTERCOASTAL Commerce 
By HOWARD C. KIDD 


Published by The Bureau of Business Research, 
University of Pittsburgh, Pittsburgh, Pa. 


PRICE $12 








The Traffic World 





PAGE 1315 


ALMAR 
LINE 


A dependable Intercoastal Service 


Calmar Steamship Corporation 


For Information regarding rates, ete., apply to nearest office: 


MOORE & McCORMACK CO., INC., SWAYNE & HOYT, LTD., “nen 

Gen. Agts. Los Angeles, Cal., 410 Chamber" Com- 
Baltimore, Md., 15 S. Gay St. merce Bidg. 
Chicago, Ill., 140 S. Dearborn St. Oakland, Cal, ist and Market Ste. 
Detroit, Mich., 2001-2 Industrial Bk. Bidg. Portland, Ore., 917 Board of Trade Bidg. 
New York, N. A 5 Broadway San Francisco, Cal., 215 Market Street, 
Philadelphia, Pa., Bourse Bidg. Matson Bidg. 
Pittsburgh, Pa., Oliver Bidg. Seattle, Wash., 1519 Railroad Ave., South 



















Regular Piers 





Pacific Coast 


Los Angeles—230-B Terminal Island 

| a ey pe Termina’ 

Portland, Ore.—No. {| Oceanic Terminal 
San Franelsco—Pier No. 48- 
Seattle—Atlantie Dock Terminal 


SAVE TIME 
and MONEY 


Ship Via 
© —ThePort- of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 


Atlantic Coast 






Baltimore—Pier 7, Port Covington, West- 
ern Md. Ry. 







Philadelphla—Pier 27-N, Reading Co. 





Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 
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June 23—Tulsa, Okla.—Examiner Taylor: 

1 & ~ 3697 and 1st supplemental order—Clay from southwestern 
points. 

June 23—Gunnison, Colo.—Public Utilities Commission of Colo.: 

Finance No. 9135—Joint application of C. & S. Ry. and D. & R. 
Go. W. H. R. 

June 23—Washington, D,. C.—Examiner Bradford: ‘i 

Finance No. 360i1—Excess income of Abilene & Southern Railway 
Company. 

June 23—St. Paul, Minn.—Examiner Berry: 

Ex Parte 104, part 1—Railroad fuel (inquiry to be made of follow- 
ing carriers): Great Northern Ry., Northern Pacific Ry., Minne- 
apolis, St. Paul & Sault Ste. Marie Ry., Duluth, South Shore: & 
= Ry. = Pgs 3 am age | Ry., Lake Superior & 
shpeming R. = uluth, nnipeg & Pacific Ry., Mi a 
& St. Louis R. R. _— ” _— 

June 23—Washington, D. C.—Examiner Curtis: 
24819—Vera Chemical Co. of Canada, Ltd., vs. A. C. L. R. 
15381—Vera Chemical Co. of Canada, Ltd., vs. A. C. R. R. 
June 23—Milwaukee, Wis.—Examiner Molster: 
* Finance No. 9272—Application C. M. St. P. & P. R. 
sion to abandon a 
Elkhorn, Wis. 


June 23—Argument at Washington, D. C.: 
Finance No. 3808—Excess income of Live Oak Perry & Gulf R. R. Co. 
Finance No. 3621—Excess income of Atlantic Coast Line R. R. Co. 
(argument on the question of the control, operation and man- 
agement of the former during the period from Sept. 1, 1920, to 
Dec. 31, 1925). 
June 24—St. Louis, Mo.—Examiner Maidens: 
Fourth Section Application No. 14590, filed by F. A. Leland. 
1. & S. 3759—Delivery charges absorbed by St. L.-S. W. Ry. 
June 24—Buffalo, N. Y.—Examiner Smith: 
22137—-Eastern Tanners’ Glue Co. vs. Southern Ry. et al. 
22631—England Walton & Co., Inc., vs. Southern Ry. et al. (fur- 
ther hearing, for sole purpose of determining amount of repara- 
tion due parties under findings in these cases). ; 
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June 24—Los Angeles, Calif.—Examiner Crowley: 
25130—Mark Elkins et al. vs. A. T. & S. F. Ry. et al. 
June 24—Argument at Washington, D. C.: 
Finance No. 8657—Alton R. R. Co. acquisition and stock issue. 
Finance No. 8658—Alton R. R. Co. control by B. & O. R. R. 
June 24—Chicago, Ill—Examiner Fuller: 
1. & S. 3715—Packing house products eastbound from W. T. L. 
points. 
— & Co. et al. vs. N. Y. C. R. R. et al. (adjourned hear- 
ing). 
June 24—Memphis, Tenn.—Examiner McChord: 
Fourth Section Application No. 14685—Filed by M. & O. R. R. 
June 25—Argument at Washington, D. C.: 
24453—General Motors Corporation et al. vs. Ann Arbor R. R. et al, 
June 25—Shreveport, La.—Eaminer McChord: 
24760 (and Sub. 1)—Haynes Bros. vs. T. & P. Ry. et al. 
1. & S. 3733—Barium or silicate mud in southwest. 
June 25—Duluth, Minn.—Examiner Sullivan: 
25161—Sanistone Products Co. vs. Pa. R. R. et al. 
June 25—Los Angeles, Calif.—Examiner Crowley: 
25164—G. W. Brumley vs. C. & S. Ry. et al. 
25165—Cudahy Packing Co. vs. A. T. & S. F. Ry. et al. 
June 25—Muskogee, Okla.—Examiner Taylor: 
25217—North Poteau Coal Co. vs. K. C. S. Ry. et al. 
June 25—Jacksonville, Fla.a—Examiner Later: 
22009—Atlantic Shell Co., Inc., et al. vs. A. C. L. R. R. et al. 
(further hearing, solely upon question as to whether the single 
line scale of rates prescribed in Falling Spring Lime Co. vs. C, 
& O. Ry., 172 I. C. C. 783, for application on ground limestone, 
in carloads, from Barber, Va., to points in Southern Classification 
territory is reasonable for application on whole oyster shells, and 
oyster shell dust, in carloads, from Jacksonville, Fla., to points 
in Ga. in lieu of single-line and joint-line scales heretofore pre- 
scribed in No. 2009, for such application). 
June 25—New York, N. Y.—Examiner Macomber: 
25205—Federated Metals Corp. vs. B. & O. R. R. et al. 
June 27—Grand Rapids, Mich.—Examiner Smith: 
25098—Nichols & Cox Lumber Co. vs. Can. Nat’l Rys. | XI 
June 27—Jefferson City, Mo.—Examiner Maidens: 
25216—State of Mo., ex rel, Stratton Shartel, attorney-general, vs. 
Mo.-Ill. R. R. et al. 
June 27—Los Angeles, Calif—Examiner Crowley: 
25134—-Goldring Packing Co. et al. vs. L. A. & S. L. R. R. et al. 
25210—Harry P. Jones et al. vs. U. P. R. R. et al. 
June 27—Minneapolis, Minn.—Examiner Sullivan: 
25182—Ray E. Wenk, Rudolph Wenk and Geo. Wenk, co-partners, 
doing buisenss as Wenk Bros., vs. C. M. St. P. & P. R. R. et al. 
25204—Northrup, King & Co. vs. B. R. & P. Ry. et al. 
June 27—Washington, D. C.—Examiner Leasure: 
Finance No. 4071—Excess income of Newaukum Valley R. R. Co. 
June 27—Argument at Washington, D. C.: 
Finance No. 3754—Excess income of Gulf Coast Lines (N. O. T. 
& M. Ry. et al.). 
June 27—New York, N. Y.—(Examiner to be assigned later): 
Ex Parte 104, part 6—Practices of carriers affecting operating reve- 
nues or expenses. Part 6 (Warehousing and storage of property 
by carriers at port of New York, N. Y.). 
June 27—Fairmont, Minn.—Examiner Molster: 
* Finance No. 3313—Application C. St. P. M. & O. Ry., for permission 
to abandon its line between Madelia & Fairmont, Minn. 
June 27—Savannah, Ga.—Examiner Fleming: ; 
* 1, & S. 3718 (and 1st supplemental order)—Export and import rates 
to and from southern ports (adjourned hearing). 
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